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WATERWAY TRANSPORTATION 


Assume what has not yet been, we think, satisfac- 
torily shown, especially with respect to the latter, that 
the projects for a deep waterway from the Great Lakes 
to the Gulf and for a Great Lakes-St. Lawrence Canal 
would justify themselves commercially—that is, that 
enough traffic would be carried by them to warrant their 
building—what are some of the considerations that ought 
to be borne in mind? 

As we have tried to make plain, we are not opposed 
to inland waterways as additional agencies of freight 
transportation if they are commercial necessities or even 
valuable adjuncts to our present transportation system. 
Our point is that, in considering them, we should always 
keep in mind the transportation problem as a whole. If 
we do that, we must realize that we must always depend 
on our rail lines for the bulk of our transportation ; that 
waterways can, at best, be only supplemental means of 
transportation ; and that there is nothing to be gained by 
the raising up of competitors for the rail lines for the 
mere sake of creating competition and affording cheaper 
and more satisfactory transportation for a comparatively 
few shippers. If waterways can be developed according 
to a business program, which would contemplate a rea- 
sonable expectation of business for them, and if, in de- 
veloping them, we maintain, at the same time, a reason- 
able attitude toward the rail lines, then we are for that 
development. What antagonizes us is the attitude of the 
majority of the advocates of waterway development, who 
talk about the advantage of bringing rates down with- 
out real thought as to what that means. 


If a waterway is anything like a commercial success 
it must be so because it carries traffic that would other- 


wise move by rail. If that be true, then the rail lines 
must suffer in traffic and, consequently, in revenue, if 
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the waterway is a commercial success. What follows? 
If, as must be, the railroads are to be maintained prop- 
erly, they must then be allowed to increase rates on 
traffic that does not move via the waterway. What do 
we have then? We have a waterway built at public cost, 
in order to serve some shippers in some localities at the 
expense of other shippers in other localities. 


Again, we have the matter of public aid to these 
waterway transportation agencies. That, perhaps, would 
be well enough if we could bear in mind that they are 
aided by the public and make due allowance for that 
fact. We mean, of course, that the waterway carrier has 
nothing to pay for right of way or maintenance thereof, 
and so has an advantage in the competition with the rail 
carrier. That might be taken care of by charging a fee 
for the use of a waterway by a common carrier. We 
have suggested that before but it is an idea that does 
not seem to have been taken seriously. Without a plan 
like that, however, the waterway carrier is permitted an 
unfair advantage in the competition, at the expense of 
the taxpayer. 


It seems to us that there are some fundamentals that 
ought to receive serious consideration at this time when 
there is an undoubted demand for more and better wa- 
terway transportation. The first is that no waterway 
development ought to be undertaken without having 
been submitted, not only to a competent body of en- 
gineers, but also to a body of men competent to judge 
as to whether there is a commercial necessity for it; and 
that commercial necessity ought to be ascertained on 
the theory that the government is not to have anything 
to do with the transportation lines expected to operate on 
the waterway. 


The second is that we cannot well expect to main- 
tain, with satisfactory results, a system of waterway 
transportation and a system of rail transportation com- 
peting with each other, the rail transportation being nec- 
essary to most shippers but the waterway transportation 
having an undue advantage over it because of natural 
advantages and less expense. Does not the proposal at 
least suggest that, if we are to have waterway develop- 
ment (and we ought to have it only under the program 
suggested in the preceding paragraph), the water car- 
riers ought to be under the jurisdiction of the same com- 
mission that controls the railroads, which commission 
should have in view the entire situation and govern rates 
and other details on the water as well as on the land, 
that it may, in fact, as well as in theory, be the duty of 
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SUCCESS IS NO ACCIDENT 


Every job, big or little, may be divided into three parts: 
GET READY — DO IT — CLEAN UP 


GET READY-—Your Shipments. 
DO IT— 


Route via G. M. & N. 
Early arrival at markets. 


CLEAN UP— ) Prompt distribution. 


Quick turnover. 


Gulf, Mobile and Northern Service 
Is DEPENDABLE 


CONDENSED DAILY MANIFEST THROUGH FREIGHT SCHEDULES 












Example Example 
No. 55 by days No. 51 by days Connections 

8:00 a.m. Mon. 3:30p.m. Mon... .Lv. Bells, Tenn. L. & N. 

9:35 a.m. Mon. 4:45p.m. Mon....Lv. Jackson, Tenn. I. C.—M. & ON. C. & St. L. 
12:30 p.m. Mon. 7:43 p.m. Mon....Lv. Middleton, Tenn. Southern 

3:35 p.m. Mon. 11:01 p.m. Mon....Lv. New Albany, Miss. St. L. & S. F. 

7:54p.m. Mon. 3:08 a.m. Tues...Ar. Mathiston, Miss. C. & G. 

4:50 a.m. Tues.11:20 a.m. Tues....Ar. Union, Miss. J. & E. 

3:30p.m. Tues. 3:30p.m. Tues....Ar. Meridian, Miss. A. G. $.—Southern 

6:18 a.m. Tues.12:50p.m. Tues....Ar. Newton, Miss. A. & V. 
12:05 p.m. Tues.12:10 a.m. Wed....Ar. Jackson, Miss. A. & V. 

2:30p.m. Tues. 2:30 a.m. Wed....Ar. Vicksburg, Miss. V.S8. & P. 

6:55a.m. Wed. 7:00p.m. Wed....Ar. Shreveport, La. Diverging lines West 

9:30 a.m. Tues. 3:45p.m. Tues....Ar. Laurel, Miss. N. 0. & N. E. for New Orleans—G. & S. L 
10:00 p.m. Tues. 1:05 a.m. Wed....Ar. New Orleans, La. Diverging lines West—All Steamship Lines 
12:10a.m. Wed. 12:10a.m. Wed.... | Beaumont, Miss. B. & H. S$. 

2:30 a.m. Wed. 2:30a.m. Wed....Ar. Evanston, Miss. Mississippi Export 

5:15 a.m. Wed. 5:15 a.m. Wed....Ar. Mobile, Ala. L. & N.—M. & 0.—Sou.—All Steamship Lines 













Orleans. 
Chicago, Ill. 


Daily Merchandise cars from Chicago, St. Louis and Memphis 
Weekly Refrigerator cars from Chicago 


“THE ROAD OF SERVICE” 


Second morning arrival from Memphis, third from St. Louis, fourth from Chicago, Kansas City 
and Wichita, at Mobile and New Orleans; and close connections made at all junction points to insure 


continuous movement to other points of destination in Mississippi Valley, Southeastern, Southwest- 
ern and Pacific Coast territories. 


oeeerere eee ese eevee ee ee 


to Meridian, Laurel and Mobile 


Preferred attention given to Import, Export and Intercoastal traffic via Mobile, Gulfport and New 





E. L. Mountfort, A. T. M. TRAFFIC AGENCIES: ey te 
Pe. ‘Stats, D. F. A. MOBILE, ALA. "TT ie & & a. 
PW. R. Butler, D. F. A. J. A. JACKSON, Ass’t Traffic Manager OF Sao. v. a. 
—“- —,. oe (In Charge ef Imports and Experts) Pitubergh. Pe a 
Los 2 Agee 4. oe | ceed bw H. Fy a * = 4. A. St. Louis, Me. 


W. 0. Lewis, D. F. A. 


April 18 
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that commission “to foster and preserve in full vigor 
both rail and water transportation ?” 

Of course, if, as some believe will be the case, the 
waterways now being chiefly discussed are built and 
they do not carry any consequential amount of traffic, 
the problem of competition would not arise to any ap- 
preciable extent. We should then merely have thrown 
away a large amount of money in proving that a dream 
could not come true. That is why we suggest so much 
caution before undertaking the construction work. 

We are familiar with the argument that some of our 
railroads had help from the government in the way of 
land grants and that this may be regarded as an offset 
to government aid to water lines. But the government 
aid to railroads was given long ago and is water over the 
dam. We cannot tear down and build anew. The rail- 
roads are here as they are and must be maintained if 
catastrophe is to be avoided. 

We suggest, then, that those who are thinking of 
waterway development direct their thoughts along these 
lines: Waterway development only where a waterway, 
after careful investigation, has been shown to be com- 
mercially advantageous ; development only on the theory 
that the government will not own or operate the boat 
lines; some method of equalizing the situation so that 
the water carriers may not have undue advantage over 
the rail carriers, due to the fact that the waterway is fur- 
nished and maintained at the public expense; the reason- 
ableness of having the boat lines regulated by the same 
agency that regulates their rail competitors; and, last, 
the necessity for keeping in mind that rail transportation 
comes and must always come first, in this country, and 
that, whatever is done about waterways, the railroads 
must be allowed to earn an adequate return—not for 
their own sake, but for the sake of adequate transporta- 
tion for the shippers who must use them. 


FREIGHT BY AIR 

Henry Ford has started a private freight route by 
air between Detroit and Chicago. It is suggested that 
Ford, having built one freight carrier, will build 10,000 
more and thereby solve the airship problem, on which 
the United States spent about $650,000,000 in the war 
period, without, apparently, accomplishing much. The 
thought that Ford will build many freight planes has 
been enough to suggest to one widely known writer that 
10,000 planes will wake up capital, including capital 
invested in railroads. The usual popular writer notion 
about capital is that it is generally asleep. The further 
idea is that when it wakes it shivers with fright and runs 
away. 

The idea of capital running away from railroads 
because some freight is being carried by air between 
Chicago and Detroit should be good for Wall street’s 
digestion. Laughter is supposed to be good for it. The 
Postmaster General is also preparing to make contracts 
for the carriage of mail, including small package freight, 
all at first class of ten cents an ounce, minimum one 
ounce. 

When the air carrier suggests that it is able to carry 
a ton of freight for ten cents, then there will be reason 
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for capital to consult the Finn who runs so fast. Henry 
Ford said he was going to establish a service between 
the two cities “no matter what it costs.” That shows 
the heart of the matter. Ford has no thought of using 
the air for the carriage of freight in competition with the 
railroad. His freight plane probably carried small parts 
for automobiles, the freight charge on which, at no time, 
is a matter of vital importance to the cost accounts. 

Anything an air carrier can take away from a rail- 
road will result in a benefit to the railroad because the 
swifter carriage of it will tend to speed up production of 
heavier stuff. Any speeding up of production inures to 
the benefit of the railroad. When the railroad made its 
first appearance, the wheelwrights held a lodge of sor- 
row. Then they went out to break up the railroad. 
They felt their business was to be ruined. Within the 
memory of middle-aged men typesetters also held doleful 
assemblages because the so-called typesetting machine 
was about to send them to the poor farm. Now there 
are more compositors and wheel-makers employed, pro- 
portionately, than ever. The things that were to destroy 
the typesetters and the wheel-makers proved their salva- 
tion because they cheapened the production of essential 
commodities, made larger populations possible and im- 
proved living conditions. 

Railroad executives with any kind of vision at all 
know that anything which cuts transportation costs ulti- 
mately will redound to the good of the railroad. They 
have, at times, fought appropriations for river and harbor 
“improvements,” for the same reason that any sane man 
fights a government going into business. There is no 
major argument against government in business other 
than that the product will cost too much. The cost, 
seldom, if ever, is stated. What purport to be cost fig- 
ures, usually, are no more than out of pocket operating 
expenses. All other costs are calmly ignored by the 
book-keepers and accountants for governmental agencies. 
Having the power to obtain capital by taxation, why 
should a governmental agency report on any capital 
cost ? 

Another freight airplane man reported, just about 
the time the Ford enterprise was receiving its baptismal 
notices, he intended showing that freight could be car- 
ried by aircraft by bringing two pianos from some point 
in New Jersey to Washington. That would prove noth- 
ing other than that a heavier-than-air machine could 
carry something through the air. It might carry an 
equal weight of coal. But at what price? Chemists can 
convert old coats or sea weed into gasoline—at a cost of 
about $10,000 per gallon, perhaps more. Synthetic 
diamonds are also possible—at a cost much greater than 
nature-made stones. No one, however, hears anything 
about capital shying away from diamond mining opera- 
tions or from the hunt for oil and the refining thereof. 

The time may come when the railroad will be rela- 
tively less important than it now is but the Ford freight 
line, by air, is not the step per se, that is going to bring 
about that change. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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COMMISSION ORDERS 


The Tidewater Hardwood Corporation hag been permitted 
to intervene in No. 14960, Freehold Lumber Company vs. C. & 
O. Ry. et al. 

The Railroad and Warehouse Commission of the State of 
Minnesota has been authorized by the Commission to intervene 
in No. 16613, State of Colorado and the Public Utilities Com- 
mission of Colorado vs. Santa Fe et al., and in No. 16614, Same 
vs. Same. 

The Commission’s proceeding in I. and S. No. 2228, grain 
from Kansas City, Mo.-Kan., to Chicago & North Western Rail- 
way stations in Iowa, has been reopened for further hearing. 

Upon the complainant’s rqquest, the Commission has re- 
opened the proceedings in No. 15102, United Cycle & Supply 


Company vs. B. & O. R. R. et al., for further consideration on 
the record as made. 


The Commission has reopened No. 15593, Orford Soap Com- 
pany vs. B. & M. R. R. et al., for further argument upon briefs, 
such briefs to be due on May 16. 


The Commission has denied Agent Leland’s petition for 
modification in No. 9702, Memphis-Southwestern Investigation, 
asking for the elimination from the application thereof of rates 
on iron and steel billets, in straight carloads. 


The Commission has denied the motion of the Pittsburgh 
& Ohio Valley Railway Company for leave to submit new evi- 


dence in No. 11275, Carnegie Steel Company vs. Director-General 
et al. 


The Commission*has denied the complainant’s second peti- 
tion for reargument in No. 12584, Indiahoma Refining Company 
vs. Director-General, C. & A. R. R. et al. 


The Commission has reopened No. 11703, in the matter of 
interstate rates within the state of Illinois, for further hearing 
upon the sole question whether the intrastate rates on lumber, 
ties and mine props, carloads, from Ava to Sesser, Christopher, 
West Frankfort, Johnson City, and Buckner, all in Illinois, in 
effect on January 11, 1921, were so related to contemporaneous 
intrastate rates on the same commodities from, into, or through 
the state of Illinois as to have been unduly preferential, preju- 
dicial or discriminatory. 

Upon the respondents’ request that their petition be with- 
drawn, the Commission has discontinued its proceeding in No. 
12944, in the matter of intrastate rates on railroad crossties 
within the state of Illinois. 


The Director-General’s request for further hearing in No. 
13721, International Harvester Company vs. N. Y. C. R. R., 
Director-General, et al., has been denied by the Commission. 


The defendants’ petition for oral argument and reconsid- 
eration in No. 14449, Traffic Bureau of Phoenix Chamber of 
Commerce et al. vs. Santa Fe et al., has been denied. 


Upon the complainants’ request, No. 14684, Louisville Cooper- 
age Company vs. L. & N. R. R. et al., has been reopened for 
further hearing. 

The complainants’ petition for rehearing in No. 15108, Shot- 
well Manufacturing Company vs. C. & N. W. Ry., hag been 
denied. 

The Commission has denied rehearing and argument in No. 
152038, Fletcher-Wilson Coffee Company vs. L. & N. R. R. Co. 

The Commission has also denied rehearing in No. 15486, 
Norwich Pharmacal Company vs. B. & O. R. R. et al. 

Upon motion of the defendants, the complaint in No. 15553, 
E. Crosby, M. D., vs. St. L.-S. F. Ry. et al., has been dismissed 
in so far as allegations II, V, VI and IX are concerned. 

The Commission has denied the complainant’s petition for 
reopening, for leave to amend the complaint and for rehearing 
in No. 15726, American Licorice Company vs. C. M. & St. P. 
Ry. et al. 

The Director-General’s request for reargument and recon- 
sideration in No. 15835, National Reduction Corporation vs. 
Director-General, hag been denied by the Commission. 

Upon motions filed by the Director-General and by the Mis- 
souri Pacific Railroad Company, the Commission has dismissed 
the complaint in No. 16652, Lindeteves, Inc., vs. P. & L. E. 
R. R. et al. 

The Commission has denied the defendant’s motion oe 
dismissal of the complaint in No. 16721, Central R. R. of New 
Jersey vs. N. Y. N. H. & H. R. R. et al. 

The Commission’s order of May 27, 1924, in No. 14435, 
Public Service Commission of Indiana vs. B. & O. R. R. et al., 
as amended, has been further modified so as to except there- 
from rates from Evansville, New Albany and Jeffersonville, 
Ind. Further hearing in this proceeding has been denied by the 
Commission. 

The Commission has denied the defendants’ petition for 
reconsideration and reargument in No. 15924, the Grasselli 
Powder Company vs. A. C. & Y. Ry. et al. 

The petition of the Board of Railroad Commissioners of 
the State of South Dakota for modification of the Commission’s 
orders in Nos. 14476, etc., lake dock coal cases, has been denied. 

The New York & Pennsylvania Railway Company has been 
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authorized by the Commission to intervene in Finance No. 4671, 
Nickel Plate consolidation application. 

The Lyford Commercial Club has been permitted to inter. 
vene in Finance No. 4228, in re application of the St. Louis, 
Brownsville & Mexico Railway for a certificate of public cop. 
venience and necessity. 

The Commission has denied the complainants’ petitions for 
rehearing in No. 13098, Arbuckle Brothers et al. vs. Ann Arbor 
R. R. et al. 

The Commission has denied the petition for vacation of 
its order and for rehearing in Finance No. 3680, excess income 
of the Cisco & Northeastern Railway Company. 

The Commission’s proceeding in No. 13158, Nelson Fuel 
Company et al. vs. C. & O. Ry. et al., has been reopened for 
further hearing solely with respect to reparation. 

The Commission has denied the complainant’s motion for 
reopening of No. 11468, Bartlesville Zinc Vompany vs. Director. 
General. 

The defendants’ petition for rehearing, and the petition of 
John C. Fleming & Sons et al. for reopening and further 
consideration of No. 14313, Certain-teed Products Corporation 
vs. Ark. & La. Mo. Ry. et al., have been denied by the Com- 
mission. ‘ 

The Roberts Cotton Oil Mill, Inc., has been permitted to 
intervene in No. 16415, Cairo Cotton Oil Mill, Inc., vs. M. & 0. 
R. R. et.al. 

The Commission hag denied the petition of the Pennsyl- 
vania Railroad Company for a rehearing in the case in which 
the Commission authorized the Cambria & Indiana to extend 
its line to reach new Coal fields in Pennsylvania. The Penn- 
sylvania asked for a rehearing on the ground that the exten- 
sion was not in the public interest because the building thereof 
would result in further overdevelopment in the bituminous coal 
industry. 

The Augusta Traffic Bureau, Spartanburg Transportation 
Association and Greenville Traffic Bureau have been authorized 
by the Commission to intervene in No. 16572, Weatherford, 
Crump & Company vs. Aberdeen & Rockfish R. R. et al. 

The Champion Coated Paper Company has been permitted 
to intervene in the proceedings in No. 16745, the Fox Paper 
Company et al. vs. Santa Fe et al., and in No. 16757, the Jessup 
& Moore Paper Company vs. B. & A. R. R. et al. 

The Commission has denied the petition filed by the state 
of Alabama requesting further hearing in No. 12964, in re con- 
solidation of railroads. 

Upon the complainant’s request, the Commission has dis- 
missed the complaint in No. 13176, Public Service Commission 
of Nevada vs. Amer. Ry. Express Co. 

The defendant’s petition for reopening, reargument and 
postponement of the effective date of the order in No. 14454, 
Wyoming Coal Company et al. vs. Virginian Railway et al. 
has been denied by the Commission. 

The Commission has modified its order in No. 15580, Gen- 
eral Baking Company vs. P. R. R. et al., so as to permit de- 
fendants to establish rates in compliance therewith upon five 
days’ notice by filing and posting. 


THE STUDY OF TRAFFIC 


Editor The Traffic World: 

Your editorial in the April 4 issue of The Traffic World, 
“Teaching Transportation,” is quite an interesting article. 

Co-operation is what we need between our railroads and 
the industrial traffic departments. 

Our Traffic Study Club of Akron, of which I am president, 
is composed of men who are interested in traffic study mat- 
ters, railroads and industries. We have quite a few students 
of traffic belonging to our club, and I believe that these men 
are well paid for the time they spend coming to our meetings. 
We discuss daily problems on traffic and transportation mat- 
ters; also we have a question box, wherein any member may 
ask regarding any question which is puzzling him, and we 
try to give him the best answer possible, with a decision. 

Our club was organized in 1919 with a charter membership 
of about twelve. We now have about eighty members. The 
members of our club are willing to help any student on any 
question which he may bring to our attention, whether he is 
a member or not. 

I am merely writing you this to let you know just what 
our club consists of, and the good that I believe it is doing 
for men who are interested in this line, especially the begin- 
ners. 

Traffic Study Club of Akron, 


W. R. Garrison, President. 
Akron, Ohio, April 9, 1925. 


ABANDONMENT OF LINE 
The Bevier & Southern Railroad Company has applied for 
authority to abandon operation of the southerly 2.554 miles 
of its line from Bevier to Ardmore, Mo., and to abandon en 


tirely the southerly 1.233 miles of the said 2.554 miles. 
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An Abstemiougs Commission.—Anyone who took a shadow 
of stock in the reports that the Commission had so far reached 
into the future as to become deadlocked on the Nickel Plate 
merger case before it had heard a word of testimony on that 
subject, it has been suggested, might read the things it has 
said about sections 27 and 28 of the merchant marine act. It 
has advocated the repeal of the first mentioned, but that is 
about all it has ever done with either. The Shipping Board, 
it may be further suggested, cannot say the Commission, at 
any time, has reached for authority in the matter of the ad- 
ministration of that statute. On the contrary, it has refused, 
sometimes it seemed with considerable ostentation, to express 
any opinion about it in any of its quasi-judicial reports. The 
most recent instance of declination is to be found in its report 
in No. 14548, its own inquiry into rail-lake-and-rail rates via 
routes through Canada. It declined to say what constituted 
the recognition of a route by it, because Congress forgot to 
say What constituted recognition. It also called attention to 
the fact that the duty of administering the merchant marine 
act had not been entrusted to it. One of the facts in connec- 
tion with the merchant marine act is that the Shipping Board 
has suggested that the Commission construe parts of it. Usu- 
ally the relations between governmental departments is that 
they fight each other for power. Negotiations between the 
two boards, while the question of enforcing section 28 was 
a hot one, indicated that the Shipping Board was desirous of 
the Commission giving its view as to what the section meant. 
But. the Commission regarded itself, in the matter of section 
28, as no more than a rubber stamp, although in discussing 
the subject with Congress it advocated repeal, which is some- 
thing radically different from placing a judicial construction 
upon it. Its aloofness has been so distant that it has not 
pointedly indicated whose duty it is to administer the shipping 
act. It is true Commissioner McManamy suggested that the 
failure of Congress to define recognition wag not an adequate 
reason for the Commission’s failing to recognize the routes. 
Another way of putting that same thought, it might be sug- 
gested, was that it was the duty of the Commission to com- 
plete legislation, if and when Congress failed, on a subject 
relating to any of the work of the Commission. He alleged 
an analogy between the failure of Congress to define a reason- 
able rate and its failure to define recognition, pointing out 
that, although there was no such definition, the Commission, 
every day ordered reasonable rates. Lawyers, however, know 
that the law, long before the enactment of the interstate com- 
merce statute, defined a reasonable rate, and Congress knew 
that fact when it acted. Nowhere, in any state where the com- 
mon law is the foundaaion, does a statute define murder; but 
the statutes prescribe a penalty for those guilty of murder 
because what constitutes murder is known to administrative 
officers and the courts. However, there is no definition in the 
law, either statutory, or in the decisions of the courts, to 
which anyone interested in the rail-lake-and-rail inquiry di- 
rected attention, of recognition of anything by the Commission. 
The books are filled with recogniton, in a diplomatic sense. If 
the government sought to confiscate a cargo transported over 
one of the part-Canadian routes, the question of what the sec- 
tion meant would have to be passed upon by the courts. Only 
once hag the Commission stepped out and undertaken to con- 
strue or enforce some law other than the one specifically 
committed to it. That was when it decided a lemon rate case 
and gave the fact that Congress had done something about 
the duty on lemons as reason for what it did. The Supreme 
Court stepped on that little excursion into statutes not put 
into its portfolio for administration. The Commission frowns 
every time a witness suggests that something constitutes a 
violation of the anti-trust law. That kind of suggestion was 
frequently made in the Commission’s early days. At ‘times, it 
has listened to witnesses alleging trust-like acts, but never has 
it undertaken to base any decision on its interpretations of the 
anti-trust law. 





Page Col. B. W. Dunn.—It may be necessary, before much 
progress can be made with No. 17000, the Hoch-Smith rate 
structure investigation, to call upon Col. B. W. Dunn, the re- 
tired army officer who makes rules and regulations for the 
railroads for the transportation of dangerous articles, to sug- 
gest labels for the pronunciations of the name of that resolu- 
tion. The thought is the result of the discovery that Commis- 
sioner Eastman, in the eastern class rate case, did not refer 
to the Hoax-Smith resolution when he queried the pronuncia- 
tion that had been used. Dunn could make it easy for the 
ears by suggesting that those desirous of using the name 
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should provide themselves with colored labels, one of which 
was to be used to indicate whether the talker was speaking 
about the Hoax-Smith, the Hock-Smith, the Hoch-Smith or the 
Hoke Smith resolution. Red might be used for the first men- 
tioned, yellow for the second, blue for the third, and peach for 
the fourth because Hoke Smith is a Georgian, who resolved 
while he was a member of the Senate, not about rate struc- 
tures, but about other things. The appropriate label prescribed 
should be required to be prominently displayed by the speaker 
so long as he was on his feet. Among the labels prescribed 
by Colonel Dunn, memory says, is one indicating that the 
tank car, that formerly held gasoline, was empty. The empty 
label, it has been suggested, might be, appropriately, used in- 
connection with utterances on the subject. There is, however, 
one objection to that; it would be too hard to determine whether 
the speaker thought himself or the subject empty. 





Meyer Thought of Advisory Boards Long Ago.—The spring 
meetings of the regional advisory boards tend to make those 
with long memories recall that Commissioner Meyer was a 
pioneer in the move to make the railroad and the shipper get 
together to plan for the best use of the carrier’s property and 
the transportation of that of the shipper. Soon after he be- 
came a commissioner, railroad and shipper witnesses began 
being embarrassed with questions from the senior Wisconsin 
commissioner as to whether the “other fellow’ had been con- 
sulted in the matter under discussion. In those days the ship- 
ping man who talked with a railroad men was under suspicion. 
The query as to whether he was “straight” was even stronger 
if a railroad man talked with a shipper’s traffic man. An in- 
quiry like that could easily be interpreted to mean that the 
commissioner was suggesting that the witness had disquali- 
fied himself. But it was soon found that the commissioner, in 
that way, was trying to indicate the value of a plan he had 
advocated as far back as 1902, when he wrote an article advo- 
cating advisory councils in railway administration. It was 
published in the Annals of the American Academy of Political 
and Social Science, for January, 1902. He was then a pro- 
fessor at the University of Wisconsin. When railroad traffic 
men did things without consulting each other Commissioner 
Meyer did not like it. He advised the railroads to consider 
things affecting a particular territory or a group of them in 
conference before. coming to the Commission. The idea that 
competitors could not consult about matters affecting each of 
them without violating the anti-trust law did not appeal to him 
at all. He had investigated things in Europe and found that 
advisory councils had dealt with many a knotty problem. The 
credit for bringing the operating men of the railroads and the 
shippers together so as to have an estimate of the amount of 
the traffic to be expected, and when, belongs largely to Donald 
D. Conn. The shipper and railroad traffic men got together 
long before the shipper and the operating man. Commissioner 
Meyer’s suggestion, back in 1902, was not limited, however, to 
any class. His advisory councils were to cover every phase 
of the relations between the carrier and the shipper. 





The Canny McPike.—A reason for the cautious speech of 
Eugene F. McPike, other than that he is probably Scotch, has 
been found in the fact that the manager of the perishable 
freight service of the Illinois Central is promoting the compila- 
tion of lexicons covering the terminology pertaining to radio, 
refrigeration, cold storage, and related matters, to be published 
in Ido, the auxiliary language, in English, German, French, 
Italian and Spanish. He makes speeches on a world language 
for communications across the oceans and between nations. 
The lexicon of refrigeration terms he suggested to Europeans 
in anticipation of the Fifth International Congress of Refrigera- 
tion, to be held in Rome, in 1927. C. E. Bell, of Washington, 
associated with McPike in perishable cases, is authority for 
the declaration that the records of the Commission contain 
testimony by McPike in which the latter said he had been 
informed that his name was Eugene McPike, but that he did 
not know that of his own knowledge. He said, however, he 
believed the information imparted to him by his mother was 
reliable, or words to that general effect. Any man who has 
had to study words as McPike obviously has, it may be sug- 
gested, is less cocksure than his neighbors, in using language. 





Coolidge Indulges in a Jibe—Some of the newspaper cor- 
respondents are finding it hard to find news in Washington these 
day. The great blah-blah committees are not working, for one 
thing, and President Coolidge is not lecturing Europe, The other 
day some of them thought it would be a good thing to ask 
the President whether he couldn’t think of a story. The in- 
quiry went to the White House through the usual channels. 
The President was in an obliging mood; also he had an idea 
for a story. The White House spokesman suggested that the 
correspondents go back over their files and check the reports 
they had sent saying that, this, that or the other member 
of the cabinet intended resigning or had really given notice 
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that on such and such a day he would be leaving. The check 
was to be made so as to compare it with the fact that only 
three members of the cabinet picked by President Harding 
and continued by President Coolidge had resigned and one had 
died. The White House suggestion was that newspaper read- 


ers would be interested in ascertaining the batting average on 
that. 





Reform Has Begun.—In the language of the hymn, so long 
as the light holds out to burn the vilest sinner may return, 
under the new procedure of the Federal Trade Commission. 
It has begun throwing off its docket complaints standing against 
those who are willing to mend their ways and promise to be 
good. One of the earliest dismissals was of a complaint brought 
against a company, which, on the allegation of the complaint, 
if true, should have been punished with considerable severity 
under a law other than the one forbidding unfair methods 
of competition. The offender came to the confessional. It 
showed works of repentance before it came. It showed that 
it had changed a label said to have been outrageously decep- 
tive so as to bring it within the law which requires, if and 
when a label is used, it shall not be false or misleading. Its 
promise to be good stands in the place of the complaint. Un- 
der the procedure in effect until a short time ago, when a 
complaint had been entered there was nothing for the accused 
to do other than have a decree entered against him or have 
it dismissed as having not been supported by proper testimony 
to establish guilt. It could plead guilty, but the decree would 
be entered just the sAme and its shame blazoned forth in the 
form of the decree. Now a bona fide promise to reform saves 
the thoretical bad egg from having the brand affixed. The 
promise is entered in the books so that it will be made a mat- 
ter of record to be used in the event the promise is not kept. 
The present method is believed to be in accordanc with the 
idea of Senator Newlands, author of the Federal Trade Com- 
mission law. He wanted a body that would stand, in relation 
to trade, something like a just and reasonable father, to ad- 
monish children so they would see the value of doing right. 
Instead, according to those who did not agree with the way 
the trade body was acting prior to President Coolidge’s change 
of personnel recently, it set itself up as the heckler of business 
regardless of the frame of mind of the business concern needing 
to change its way of life so as to bring it into harmony with 
the law. The belief is the docket will be cleared of more than 
half the complaints it now holds. A. E. H. 


SUSPENDED TARIFFS 


In I. and S. No. 2384, the Commission has suspended from 
April 15 and later dates, until August 13, schedules published 
in the following tariffs: 


Chicago, Great Western supplement No. 19 to I. C. C. 51238; Chi- 
cago, Rock Island & Pacific supplement 15 to I. C. C. C11207; Chicago 
Milwaukee & St. Paul supplement 22 I. C. C. B4890; 1. C. C. B5171; 
Chicago & Northwestern supplement 9 to I. C. C. 9336; Minneapolis & 
St. Louis supplement 13 to I. C. C. B555. 


The suspended schedules propose to cancel from the tariffs 
named the rule for constructing combination rates on brick and 
articles taking same rates or arbitraries higher and drain tile, 
carloads, from Iowa to destinations in North Dakota, Minnesota 
and Wisconsin and to increase the joint rates on brick and 
related articles from Iowa to certain Wisconsin points. 


In I. and S. No. 2385, the Commission hag suspended from 
April 15 and later dates until August 13, 1925, schedules pub- 
lished in tariffs of various individual lines and of Boyd and 
Jones’ agents. The suspended schedules propose to increase 
commodity rates on grain and grain products, carloads from 
Chicago, Peoria, Cairo, Ill., St. Louis, Mo., and related points 
to Alliance and Ravenna, O., and other Ohio points rates with 
relation thereto. The following is illustrative: 


To Alliance and Ravenna, Ohio. 
From Chicago, Il. Present Proposed 
Local grain and grain products.............. 19% 24 
ETANG=TAINIOMITE BTGIN oo ccccccvcvcccesccecs is 15% 
Trans-Mississippi grain products ............ 16 19% 


In I. and S. No. 2381 the Commission has suspended from 
April 10 until August 8, schedules as published in Eighth Re- 
vised Page 298, Sixth Revised Page 349, and Ninth Revised Page 
395 to Louigville & Nashville I. C. C. No. A-15239. The suspend- 
ed schedules propose to restrict the present absorption of wharf- 
age and handling charges on import traffic at the ports of New 
Orleans, La., Mobile, Ala., and Pensacola, Fla., so as not to apply 
in connection with shipments destined to local stations on 
the Louisville and Nashville R. R. , which would result in varying 
increases in rates according to the particular commodity 
involved. The following statement of rates apppicable on 
fertilizer, carloads, is illustrative: 
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To—Hematite, Tenn. 


From— Present Proposed 
RE SNES, EE «0 at ooo: etesaxciove gu ccncwece Suk ore 21.5 25 
NS, IR or oar cine: Gu:0.0: 610. 0:0 /oraiarere ktbarelebove-ave 21.5 25 
Ds: GPO 6a 856 oe ree ban cewddveeeiesicens 24.5 28 


In I. and S. No. 2382, the Commission has suspended from 
April 10, until August 8, schedules published in Supplement 
No. 32 to Agent E. B. Boyd’s tariff I. C. C. No. A-1344. The 
suspended schedules propose to restrict the routing on cement, 
carloads, from Mason City, Iowa, and other Western Trunk 
Line points to destinations on the Northern Pacific Railway 
in North Dakota, to apply only via the St. Paul-Minneapolis 
gateway, whereas at present the application of routing is open 
via all gateways, some of which are much shorter than the 
St. Paul-Minneapolis route. 

In. I. and S. No. 2386, the Commission has suspended from 
April 16, and later dates, until August 14, schedules published 
in supplements Nos. 28 and 29 to Norfolk & Western I. C. C. No. 
7490; supplement No. 17 to Southern I. C. C. No. A-9777; sup- 
plement No. 9 to Cottrell’s I. C. C. No. 506, and supplement No. 
13 to Glenn’s I. C. C. No. A-429. The suspended schedules pro- 
pose to increase the rates on export or coastwise tobacco 5 
cents per 100 pounds over the current rates to Norfolk when 
such shipments are stored or warehoused at Newport News or 
Morrison, Va. 

In I. and S. No. 2383, the Commission has suspended, from 
April 14 until August 12, schedules published in Western Mary- 
land I. C. C. No. 7622. The suspended schedules propose to 
restrict the switching limits of Hagerstown, Md., which would 
result in the elimination of the Security Lime and Cement Com- 
pany’s plant at Security, Md., from such switching limits, thereby 
resulting in increased rates on various commodities. The fol- 
lowing is illustrative, rates being in cents per 100 pounds: 


Cement, C. L., from Security, Md., to Bristol, Va., present 440, 
proposed 620; to Winston-Salem, N. C., present 480, proposed 587. 


FINANCE APPLICATIONS 


The St. Louis-San Francisco Railway Company has applied 
for authority to issue and pledge $2,776,248.54 of its prior lien 
mortgage 54% per cent gold bonds, series D, for authority to 
issue and hold in its treasury $1,434,811.23 of its adjustment 
mortgage 6 per cent gold bonds, series A, and for authority 
to issue and hold in its treasury $2,952,100 and $1,047,900 of 
its adjustment mortgage 6 per cent gold bonds, series A. 

In a series of applications subsidiaries of the St. Louis- 
San Francisco Railway Company have applied to the Commis- 
sion for authority to issue demand promissory notes to the 
Frisco to reimburse the latter for moneys expended out of 
its income for account of the applicants. The Kansas City, 
Fort Scott & Memphis Railway Company asked authority to 
issue and deliver $230,391.54 to the Frisco; the Kansas, Mem- 
phis & Birmingham Railroad Company, $225,604.87 of notes; the 
St. Louis, San Francisco & Texas Railway Company, $32,- 
992.03 of notes; the Fort Worth & Rio Grande Railway Com- 
pany, $432.49 of notes; and the Birmingham Belt Railroad Com- 


pany, $377,759.35 of notes. The notes will bear six per cent 
interest. 


The Longview, Portland & Northern Railroad Company has 
applied for authority to issue and sell $500,000 of its capital 
stock, being all of its capital stock, and $3,250,000 of ten-year 
first mortgage six per cent gold bonds. The applicant said the 
proposed issue of stock and bonds was for reimbursement of 
money expended from the treasury of the applicant and not 
yet capitalized, for acquisition of property other than equip- 
ment, and for the construction and completion of applicant’s 
line of railroad in Cowlitz and Lewis counties, Washington. 
The applicant said money required for the construction of 
the line had been advanced by the Long-Bell Lumber Company. 

The Wabash Railway Company has applied for authority 
to issue $1,500,000 of its 6 per cent secured gold notes and 
to pledge as collateral security therefor $729,000 of consolidated 
mortgage 4 per cent bonds of the Chicago & Western Indiana 
and 1,217 shares of the capital stock of the American Refrig- 
erator Transit Company. The applicant explained that the 
notes would be issued in substitution for a note of $1,500,000 
delivereed to the Director-General of Railroads and sold by 
him to Edward Lowber Stokes & Company of Philadelphia, Pa. 


The purchaser, the applicant said, requested that such substi- 
tution be made. 


The Central of New Jersey has applied for authority to 
issue $1,500,000 of 41% per cent equipment bonds, in connection 
with the purchase of rolling stock. The applicant said the 


securities were to be sold, if they could be sold, at 98 per cent 
or better. 


The Florida East Coast Railway Company has applied for 
authority to issue and sell $15,000,000 of first and refunding 
mortgage 5 per cent gold bonds to J. P. Morgan. & Company at 


not less than 90% per cent of par and accrued interest from 
March 1, 1925. 


April 
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LITERAL COMPLIANCE NECESSARY 


The Commission has dismissed No. 15495, Chapin-Sacks Cor- 
poration vs. Pennsylvania, mimeographed, finding rates charged 
on shipments of cream and condensed milk, in cans, moving in 
less than carloads, from Taneytown, Md., to Hanover, Pa., and 
thence, in carloads, to Washington, D. C., Woodstock, Va., Char- 
lotte, N. C., and Jacksonville, Fla., were applicable and not shown 
to have been unreasonable. The shipments moved between April 
4, 1921, and April 7, 1922. The complaint alleged the rates were 
in excess of those applicable and unreasonable. 

In its essence the case raised the question whether the com- 
plainant, operating through a creamery company controlled by it 
through the ownership of two-thirds of its stock, was entitled to 
carload rates from Taneytown, on cream and condensed milk 
when the quantity loaded at Taneytown was less than a carload 
but enough lading was added at Hanover, to make carloads from 
that point, under the “fone shipper in one day to one consignee 
and destination” rule. The Commission found it was not be- 
cause there was not literal compliance with the rule. 

The Commission’s report said the Hanover Creamery Com- 
pany, operating milk receiving stations and creameries at Taney- 
town and Hanover, was the consignor of the shipments, aggre- 
gating 5,816 cans of 40-quart capacity each. It said the ship- 
ments were made in substantially the following manner: A 
refrigerator was partially loaded at Taneytown and moved to 
Hanover under a bill of lading naming the creamery company 
as consignor and consignee. At Hanover sufficient additional 
cans were placed in the car by the creamery company to meet 
the minimum requirements under the carload rates. The com- 
bined shipments were moved to final destinations under a new 
bill of lading naming the creamery company as consignor and 
the complainant as consignee. The less than carload rate was 
assessed to Hanover and the carload rate beyond. ' 

Complainant contended, said the report, that the carload 
rates from Taneytown to the final destinations were applicable 
and asked reparation to the extent of the difference, or 30 cents 
per can. The Commission said the pertinent provisions of the 
rule in the governing tariff were as follows: 


Carload rates are applicable to shipments made by one shipper 
in one day to one consignee and destination * * *. Where more than 
one receiving station is operated by the same shipper and shipments 
are consigned to one consignee and destination, and on the route 
of the same train, the carload rate, subject to the proper minimum 
and provisions of this rule, will apply. 


The Commission said that since different consignees were 
shown in the bills of lading, the carload rates sought were not 
applicable under a literal interpretation of the rule. Continu- 
ing, the Commission said: 


But complainant contends that the rule is susceptible of liberal 
interpretation; in other words, that there was only one shipper and 
one consignee within the intent of the rule because complainant op- 
erated the creamery company, a separate corporation, through 
ownership of 663% per cent of the capital stock thereof, primarily 
for the purpose of supplying the requirements of its Washington 
and other plants. 

The contention can not be sustained. In law complainant and 
the creamery company were separate entities, and must be so 
considered. We have uniformily found that tariffs must be con- 
strued strictly according to their language, and the intention of 
the framers is not controlling. The rule in question is not assailed, 
and in the absence of a showing that it was unreasonable or other- 
wise unlawful we may not waive its observance. 

So far as disclosed by the record, the shipments here considered 
might properly have been billed so as to make applicable the rates 
sought. Such rates have been accorded under the same rule on 
similar shipments made since April 7, 1922, upon compliance with 
the billing requirements thereof. Complainant asserts that prior to 
making the shipments defendant’s agent at Hanover advised the 
creamery company that the rates sought were not applicable regard- 
less of the manner in which they might be billed, and urges that in 
awarding the reparation sought we would be merely restoring money 
erroneously paid. Defendant denies that its agent so advised the 
creamery company, but the fact is immaterial. Shippers and carriers 
alike are charged with knowledge of lawfully published rates and 
tariff provisions, and the misquotation thereof by an agent of the 
carrier, except in cases within the purview of section 6 (11) of the 
act, affords no basis for an award of reparation. 


No evidence was introduced to support the allegation of un- 
reasonableness. 


CANADIAN ROUTES CASE 


The Commission has discontinued No. 14548, rail-lake- 
and-rail rates between United States points via Canadian 
lines, mimeographed, thereby leaving the situation on the great 
lakes, as pertaining to the competition of Canadian boat lines 
with American lines, as it has been for years. It takes the posi- 
tion that if “the receipt and placing in our files of tariffs con- 
stitutes recognition, we have recognized these routes.” The 
reception and filing, according to the Northern Navigation Com- 
pany, Ltd., a Canadian steamship line, constitutes the recogni- 
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tion of routes mentioned in section 27 of the Merchant Marine 
Act, 1920. The Commission said that “if, as the Transit Cor- 
poration ((Great Lakes Transit Corporation) and the shipping 
Board contend, something more is necessary to constitute recog- 
nition, we are nowhere advised what that something more is, 
or provided with a test or criterion by which to determine un- 
der what circumstances and in what cases recognition may be 
accorded, denied or revoked.” 

In further explanation of its position, the Commission 
pointed out that the duty of administering the merchant marine 
law did not rest upon it and that it was not within its province 
to construe the provisions of that statute. 

The opinion was written by Commissioner Hall, one of the 
outstanding lawyer members of the Commission. Commissioner 
McManamy, not a lawyer, dissented, saying the fact that recog- 
nition was not defined in the statute was not an adequate reason 
for failing to recognize the routes. His suggestion was that the 
failure of Congress to define what should or should not consti- 
tute recognition apparently left the manner of recognition to 
the Commission’s judgment. He said the intertsate commerce 
act did not define a “reasonable rate,” and yet we constantly 
administer the act in that respect. His view was that the Com- 
mission should take some definite position; that if the routes 
had been heretofore recognized by the Commission it should say 
so. Routes hereafter established, he said, should not be recog- 
nized unless in the public interest. 


“The question of recognition for the future,” says his dis- 
sent, in which Chairman Aitchison joins, “is one that should be 
determined in advance of the establishment of such routes. 
Under the majority opinion, the matter will not be passed upon.” 

This case grew out of the request of the Great Lakes Transit 
Corporation, made in 1922, for a suspension of tariffs, effective 
June 3, 1922, naming joint rail-lake-and--rail rates between east- 
ern and western points in the United States in connection with 
the Northern Navigation Company, Ltd., a Canadian owned and 
operated steamship line, operating between Sarnia, Ont., and 
Duluth. The Shipping Board also requested suspension. Com- 
missioner Hall, in his report in this case, said it did not appear 
that the lawfulness of any rate, fare, charge, classification, reg- 
ulation or practice stated in the schedules was brought in ques- 
tion and they were not suspended. 

In January, 1923, the Commission instituted this investiga- 
tion upon its own motion for the purpose of inquiring into the 
facts and circumstances surrounding the establishment of these 
rail-lake-and-rail rates and routes, having under consideration 
the matter of their recognition. Hearings were held in Duluth 
and Minneapolis in March, 1923. 


The Shipping Board and the Great Lakes Transit Corpora- 
tion pointed to section 27 of the merchant marine act of 1920 
as reason for their request for suspension of the tariffs naming 
the Northern Navigation Company as a participant in the joint 
rail-lake-and-rail differential rates, which apply only westbound, on 
its route between Sarnia and Duluth. That section says that no 
merchandise shall be transported by water, or by land and water, 
on penalty of forfeiture thereof, between points in the United 
States, including districts, territories, or possessions thereof em- 
braced within the coastwise laws, either directly or via a foreign 
port, or for any part of the transportation, in any other vessel 
than a vessel built in and documented under the laws of the 
United States and owned by persons who are citizens of the 
United States, or vessels to which the privilege of engaging in 
the coastwise trade is extended by sections 18 or 22 of this act. 
The section, however, contains a proviso saying it would not 
apply to merchandise transported between points within the 
continental United States, excluding Alaska, over through routes 
“heretofore or hereafter recognized by the Interstate Commerce 
Commission for which route rate tariffs have been or shall 
hereafter be filed with said Commission when such routes are, in 
part, over Canadian rail lines and their own or other connect- 
ing water facilities.” 


In its recital of facts pertaining to the differential rates via 
Canada, and routes through the Niagara and Montreal gateways, 
the Commission pointed out that prior to 1920 the Port Huron 
& Duluth Steamship Company and its successor, the Northwest 
Steamship Company, participated in through routes and joint 
rates between points in the same general territories as those 
here considered; also that for many years the Canada-Atlantic 
Transit Company, a steamship company owned and operated by 
the Grand Trunk of Canada, had participated in through routes 
and joint rates between points in the eastern states and Lake 
Michigan ports, as well as interior cities; also that in 43 I. C. C., 
286, decided May 13, 1917, it had found that the then existing 
service by water of that carrier was being operated in the inter- 
est of the public and authorized its continuance. That decision 
was contrary to the one made in respect of the services of 
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American boat lines on the great lakes owned and operated 
by American railroads, 33 I. C. C., 699, and 37 I. C. C., 77, which 
were succeeded by the Great Lakes Transit Corporation. 

In this case, Commissioner Hall said, shippers in New Eng- 
land and Minnesota were unanimous for the continued operation 
of the Northern company and were opposed to what they said 
would be a monopoly of traffic via the Duluth gateway were 
the Northern eliminated. They referred, he said, to the earn- 
ings of the Transit Corporation, 1920-1922, to show that the 
Transit Corporation could well afford to share the traffic with 
a competitor. He said the Transit Corporation contended that 
there was no public necessity for an additional water route and 
that to permit the operation of the Canadian boat lines in trans- 
porting traffic between points in the United States in competi- 
tion with American boat lines would be violative of the spirit 
of federal legislation enacted to foster American shipping inter- 
ests. He said testimony was given to show that the actual 
loading of its vessels in the seasons of 1921 and 1922 were much 
below their tonnage capacity. He said the Transit Corporation 
further contended that American boat lines could not compete 
on a basis of equality with vessels of Canadian registry because 
operating costs on American water lines were higher than those 
of lines operating under Canadian registry and that the costs of 
the former were compelled, to some extent, by American laws. 
The Transit vessels, the American company said, had to have 
crews of 31, in 1922, while the Canadian boats had to carry only 
21 or 22. He said the Transit Corporation also said that, while 
wages were not fixed by law, the fact was that the wages paid by 
American lines ranged from 20 to 60 per cent higher than the 
Canadian lines had to pay for the men in their crews. 

Commissioner Hall ‘said it appeared that American rail lines 
operating to and from Buffalo and Duluth received more for their 
services when the traffic was handled beyond by the Northern 
Navigation Company or the Grand Trunk than when it was 
delivered to or received from the Transit Corporation. From 
that fact, he said, the Transit Corporation argued that the rail 
lines would divert traffic from it to the Northern Company 
whenever they could control the routing. 

The Shipping Board argued, Mr. Hall said, that for the Com- 
mission, in its administrative capacity, to permit a Canadian 
water carrier to participate in the route to Duluth, it was neces- 
sary for the Commission to find that American shippers could 
not be taken care of by American bottoms. In disposing of the 
case the Commission said: 


We deem it unnecessary to set forth at length any conten- 
tions of the parties in respect of recognition of these routes. No- 
where in the acts which we administer are we empowered to recognize 
one route and to deny recognition to another. The meaning and 
purport of recognition is nowhere stated. If, as the Northern Com- 
pany and the shippers contend, the receipt and placing in our 
files of tariffs constitutes recognition, we have recognized these 
routes. If, as the Transit Corporation and the Shipping Board con- 
tend, something more is necessary to constitute recognition, we are 
nowhere advised what that something more is, or provided with a 
test or criterion by which to determine under what _ circumstances 
and in what cases recognition may be accorded, denied or revoked. 

Under section 27 of the Merchant Marine Act, 1920, recognition 
by us merely) »yperates to stay the application of the section to mer- 
chandise transported in such manner as otherwise to be subject to 
the penalty of forfeiture thereof. That section apparently provides 
that merchandise transported over the routes here considered would, 
in the absence of recognition by us of these routes, be subject to 
forfeiture. Whether such merchandise is exempt from the penalty 
because we have recognized the routes is a question of fact to be 
determined by the court in which enforcement of that forfeiture may 
be sought. The duty of administering the Merchant Marine Act, 1920, 


does not rest upon us, and it is not within our province to con- 
strue its provisions. 


100 PER CENT STOCK DIVIDEND 


The Commission in finance docket No. 4563, Stock of Ala- 
bama & Vicksburg Railway, mimeographed, has authorized that 
carrier to issue $2,100,000 of common capital stock consisting of 
21,000 shares of the par value of $100 a share, and to distribute 
such stock among its stockholders as a dividend.- The action 
was taken by division No. 4, composed of Commissioners Meyer, 
Eastman and Woodlock, with Commissioner Eastman dissenting. 
He said his views in respect of stock dividends had been fully 
stated in his expressions of dissent in Stock of Chicago, Bur- 
lington & Quincy, 67 I. C. C. 156, and in Stock of Delaware, 
Lackawanna & Western, 67 I. C. C. 426, and needed not to be 
restated in this case. This case, however, he said, had certain 
points of interest which warranted comment. 

As viewed by the majority the proposed issue would be 
for a lawful object within its corporate purposes, compatible 
with the public interest, and reasonably necessary and appro- 
priate for such purpose. It said the proposed issue would 
increase the total capitalization to $6,700,000, which would be 
less than the investment in road and equipment alone, without 
considering other investments of a capitalizable character, such 
as investment in affiliated companies and working capital. 

Authorization, however, is subject to a condition, namely, 
that, before issuing the new stock, the Alabama & Vicksburg 
file an authenticated copy of an amendment to its charter in- 
creasing the authorized capital stock to not less than $4,200,000. 
Its charter now authorizes it to issue capital stock amounting 
to only $2,100,000. 
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The railroad applied for the authority to double its out- 
standing stock upon a showing that, between July 1, 1909, and 
December 31, 1923, it expended from income $2,397,402.24 for 
additions and betterments which had not been capitalized. 

A hearing was held on the application, but no one objected. 
The hearing was held because the Mississippi commission ad- 
vised the federal body that, in its opinion, the application should 
be denied, and because the Mississippi body requested it. At 
the hearing the Mississippi commission withdrew its objection, 
saying it had asked for the hearing so as to give any one who 
cared to intervene a chance to be heard. 

In its recital of facts the Commission said the company was 
organized with a capital stock of $700,000. Stock dividends of 
50 per cent and 100 per cent were distributed in 1900 and 1910, 
making the present stock issue $2,100,000. Since 1904 dividends 
have been paid at the rate of 7 per cent except in 1915, when 
the payment was cut to 5 per cent. The applicant said that 
the dividend rates had been relatively small, and were not rep- 
resentative of a fair and reasonable return on the property 
devoted to railroad purposes. It said the present dividend pay- 
ments represented a return of less than three per cent on the 
net investment after deducting therefrom the amount of the 
funded indebtedness outstanding. It said that on account of 
the moderate dividend distributions it had accumulated a large 
surplus which had been largely invested in additions and bet- 
terments. The balance sheet as of December 31, 1924, the 
report said, showed a net investment of $7,640,254. After de- 
ducting the outstanding stock and the unmatured funded indebt- 
edness, amounting to $4,600,000, a corporate surplus of $4,229,915 
was shown, the investment in road and equipment, without 
deduction of accrued depreciation, being $8,276,879. 

Commissioner Eastman treated the desire to issue addi- 
tional capital stock as a move to make it appear that only 
reasonable earnings were being achieved. He said the chief 
reason offered in support of the stock dividend, as he understood 
it, was to improve the credit and financial standing of the 
applicant. In his dissent he said: 


It further appears of record that the Illinois Central is negotiat- 
ing for a lease of applicant’s property and that “in the near fu- 
ture application will no doubt be made by that company for ap- 
proval of such lease.”? Obviously, if the road is to be leased to the 
IllInoiis Central, its credit as a separate entity becomes of lesser 
importance, and it is a somewhat striking fact that the importance 
of a stock dividend for the improvement of credit was apparently 
overlooked prior to the negotiations for this lease. It is further 
suggested that the larger capital, “following a stock dividend, may 
carry an annual cash dividend of say 6 per cent.”? Six per cent upon 
the “larger capital’ would amount to 12 per cent upon the stock now 
outstanding. It is quite evident that a rental of 6 per cent would 
have a better superficial appearance than a rental of 12 per cent, 
and here, I think, is the real reason for the application. It does 
not appeal to me as a reason “‘compatible with the public interest.” 

On the contrary, I think it highly desirable and in the public 
interest that the real earnings upon investment in railroad properties 
should not be disguised. There is no evidence here that the stock- 
holders have in the past foregone reasonable dividends. Their orig- 
inal sacrifice was $700.000. In 1900 a stock dividend of 50 per cent 
was declared, making the total outstanding $1,050,000. The record of 
cash dividend payments is not given prior to 1904. From that year 
until 1910, the rate of cash dividends was 7 per cent per year, or 10% 
per cent on the original sacrifice. In 1910 a stock dividend of 100 
per cent was declared, making the total outstanding $2,100,000. There- 
after the rate of cash dividend, except in 1915, was 7 per cent per 
year, or 21 per cent on the original sacrifice. In 1915 it was 5 per 
cent, or 15 per cent on the basic amount. If reasonable dividends 
ever were foregone, the deficit must long ago have been made good. 
The property has apparently been well and conservatively managed, 
and its owners are fairly entitled to a reasonably liberal return. But 
the facts in regard to the generous treatment of this proverty by 
the public which it serves are already sufficiently disguised, and 1 
am able to discover no good reason for carrying the process still 
further by an additional stock dividend of 100 per cent. 


PEDDLER CAR REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15868, Armour & Company vs. Illinois 
Central, mimeographed, as to charges on fresh meat and pack- 
ing house products, in peddler cars, from East St. Louis to 
points in Indiana_and Illinois. The Commission found the mini- 
mum charges assailed were unreasonable to the extent they 
exceeded charges which would have accrued at the subsequently 
established rates and minimum charges, and awarded repara- 
tion to that basis. Commissioner Eastman noted a dissent. 

The case was a bit unusual in that the loaded car was taken 
to the most distant destination before any part of the lading 
was removed, and then back-hauled to intermediate destina- 
tions; also in that the minimum charge, admitted by the de- 
fendant, exceeded that applying generally throughout central 
territory, particularly over the lines operating from East St. 
Louis; that the minimum charge subsequently established was 
the same as that generally in effect in central territory, and that 
where there was an exception to the general rule lower mini- 
mum charges applied. 

The cars, 60 in number, were forwarded between August 
28, 1920, and December 13, 1921. The cars moved to Bloomfield, 
Ind., where bulk was broken, then back-hauled to Newton, III., 
and thence to Effingham, Ill. Third class of 56 cents on a mini- 
mum of 15,000 pounds was applied, the minimum charge being 
$84 per car. On December 14, 1921, the minimum was made 
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not less than the carload rate on dressed beef, minimum weight 
per car 20,000 pounds, from origin point to final destination of 
the car. That gave a rate of 35 cents on 20,000 pounds to 
Bloomfield. The complainant contended that the charge was 
unreasonable to the extent it exceeded the subsequently estab- 
lished charge. In part, the Commission said: 


Defendant contends that its operating conditons from East St. 
Louis to Bloomfield and intermediate points are not as favorable as 
over other lines which maintained lower minimum charges in that 
territory, but aside from pointing out that these peddler cars were 
handled in three different trains to Bloomfield, the most distant point, 
before bulk was broken, and then backhauled to make delivery at 
the intermediate points, no evidence is submitted in support of this 
contention. Furthermore, if the empty cars were returned to the 
originating point, as is usual with peddler cars, the total loaded and 
empty movement was the same as it would have been if bulk had 
been broken at the destination point first reached and the empty 
cars returned from Bloomfield. While it is true, as claimed by de- 
fendant, that we have frequently held that subsequent reductions, 
not supported by other evidence, do not prove higher rates unrea- 
sonable, still in this case complainant does not rely wholly upon the 
subsequent reduction of the minimum charges. The rates and 
minimum charges assailed were on a basis higher than applied over 
all other lines operating in the particular territory, and throughout 
central territory. 

We find that the minimum charges assailed were unreasonable 
to the extent that they exceeded charges which would have accrued 
at the subsequently established rates and minimum charges; that 
complainant made the shipments as described and paid and bore the 
charges thereon at the minimum charges herein found unreasonable; 
that it has been damaged thereby, and is entitled to reparation, with 


interest. Complainant should comply with rule V of the Rules of 
Practice. 


SANTA FE SUBSIDIARY BOND 


The North Texas & Santa Fe, controlled through stock 
ownership by the Santa Fe, has been authorized by Division 4 
of the Commission to issue one registered first mortgage 6 per 
cent gold bond in the denomination of $2,200,000, and to deliver 
the bond to the Santa Fe in satisfaction of a like amount of 
indebtedness for advances for capital purposes. 

The state of Texas and the Railroad Commission of Texas 
protested against the granting of the application. The pro- 
testants contended that the applicant was subject primarily to 
the jurisdiction of the Texas commission and that the issue of 
the proposed bond should not be authorized by the Commission 
until the state commission had determined that such issue would 


not be in violation of Texas law. On the point raised by the 
Texans, the Commission said: 


Upon application to us for authority to issue securities by any 
carrier subject to the provisions of section 20a of the interstate 
commerce act, it is our duty to proceed with the investigation, re- 
quired by the statute, of the purposes and uses of the proposed 
issue and the proceeds thereof. Appropriate authorities of each state 
in which the applicant carrier operates have the right to make rep- 
resentations before us as they may deem just and proper for pre- 
serving and conserving the rights and interests of their people. Fol- 
lowing our investigation, we are by order to grant or deny the ap- 
plication as made, or to grant it in part and deny it in part, or 
to grant it with such modifications and upon such terms and con- 
ditions as we may deem necessary. or appropriate, according to the 
finding made upon our investigation. By paragraph (7) the juris- 
diction conferred upon us by section 20a is expressly declared to be 
exclusive and plenary. 

We have completed our investigation of the purposes and uses 
of the proposed issue. Upon consideration of the representations of 
the state of Texas and its railroad commission, we are of opinion 
that we should proceed with the disposition of the application upon 
the record before us. We likewise believe that- a condition intended 
to make the exercise of authority granted by us dependent upon the 
subsequent investigation of the state commission is not a con- 
dition such as we are authorized to impose by paragraph (3) of sec- 
pe —_ plainly incompatible with the provisions of para- 

Pp. . 

. No other representations have been made, and no other objec- 
tions to the granting of the application have been presented to us. 


RATE ASSESSED TOO LOW 


An order of dismissal has been entered in No. 15704, Fred- 
erick H. Cone & Co. vs. Director-General, Canadian Pacific, et al., 
mimeographed, on a finding that the rates assessed on ship- 
ments of hog bristles, in boxes, from Pacific coast ports to New 
York, were applicable, except that of two shipments a rate of 
$4.625 was applicable instead of the rate of $2.75 that was 
assessed. The shipments were made between July 9, 1918, and 
August 14, 1919. The complaint was that the rate was unrea- 
sonable and illegal. The Commission said that the claim of un- 





reasonableness was barred because it was not filed until more 


than a year after the termination of federal control. 

As summarized by the Commission, the issue was as to 
whether the shipments consisted of “crude” bristles. The ones 
shipped had been washed, sorted, bunched and packed in 
wooden boxes. The Commission said that, as used in the 
bristle trade, the word crude had a less restricted meaning than 
that assigned to it in the dictionary. It also found that the 
railroads, in their tariffs, gave it a broader meaning, because, 
among other things, they referred to “washed” crude bristles, 
indicating that they did not consider washing sufficient to 
change crude bristles into bristles other than crude. It also 
referred to the fact that the tariffs show that in some instances 
the word crude is used in connection with articles that have 
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been ground, crushed, pulverized, acidulated, dissolved or 
solidified. It found, however, that the courts have held that 
crude bristles, other than “sorted, bunched or prepared,” are 
admitted without the payment of customs duties, and that 
bristles such as those shipped by the complainant were not in- 
cluded in the description of crude. J. C. Pushee & Sons vs. 
United States, 155 Fed., 968. It therefore found, as hereinbefore 
set forth, namely, that the rates assessed were applicable, ex- 


cept as to two shipments which paid less than the applicable 
rate. 


GASOLINE CASE DISMISSED 


The Commission has dismissed No. 14819, Producers’ Refin- 
ing Co. et al. vs. St. Louis Southwestern et al., mimeographed, 
on a finding that the rate of 57.5 cents charged on fifteen car- 
loads of gasoline, shipped in March and April, 1921, from Wichita 
Falls, Burkburnett and Fort Worth, to Milwaukee, was applic- 
able. In doing so the Commission kept strictly to the limits of the 
pleading. The complaint alleged the rate was in violation of sec- 
tion 6. The case was tried under the shortened procedure on 
that issue. The Commission, in the course of its examination 
of the tariffs, found that there was a combination of 57 cents, 
made up of a proportional of 19 cents to Vicksburg and 38 cents 
to Milwaukee, a half cent lower than the “through rate in effect 
prior to August 26, 1920, increased 35 per cent.” It said the 
factors of that “through” rate prior to August 26,1920, were 14.5 
cents to Vicksburg and 28 cents beyond. It said the complainants 
contended that the “rate from points of origin to Milwaukee was 
published as a combination rate and therefore the factor to 
Vicksburg should have been increased 35 per cent and the 
factor from Vicksburg, a point in southern territory, to Milwau- 
kee, in western territory, 33 1-3 per cent.” 

After saying the through rate imposed was greater than the 
sum of the intermediate rates, in violation of the fourth section, 
the Commission said the complainants did not allege unreason- 
ableness or a violation of the fourth section and that no evi- 
dence of unreasonableness was offered. 


FUEL OIL REPARATION 


The Commission, in No. 15572, Timken-Detroit Axle Co. 
vs. Missouri Pacific et al., mimeographed, found the rates 
charged on fuel oil, from El Dorado, Kan., to Detroit, between 
February 29 and November 26, 1920, were illegally assessed 
and awarded reparation. The finding was that a rate of 40 
cents before and 55 cents after August 26, 1920, were not prop- 
erly constructed. The complaint was disposed of in accord- 
ance with the Commission’s decision in Standard Oil Co. vs. 
M. V. R. R. Co., 81 I. C. C. 198, in which the combination rule 
was construed. The Commission found that 39.5 cents was the 
applicable rate and awarded reparation to that basis. 

The rate charged prior to August 26, 1920, was 40 cents, 
made up of a proportional of 17.5 cents to East St. Louis plus 
a proportional of 22.5 cents beyond. After August 26, 1920, a 
rate of 55 cents was imposed, made up of 23.5 cents west of the 
Mississippi and 31.5 cents east thereof. But the tariff publish- 
ing the rate to East St. Louis specifically provided for the 
application of proportional rates to the basing points on traffic 
destined to Detroit. On June 24 the proportional rate on fuel 
oil from El Dorado to East St. Louis was 15 cents and the rate 
from East St. Louis to Detroit was 20 cents. Applying the rule 
for increasing combination rates but once and adding only one 
increase of 4.5 cents brought the applicable combination of pro- 
portionals up to 39.5 cents, to which basis reparation was 
awarded. 


STEEL RATE REVISIONS 


A revision of rates on manufactured iron and steel articles, 
from points in the Pittsburgh district, to St. Louis and points 
in Illinois and Indiana, is expected by the Commission, within 
ninety days, as a result of its report in No. 15110, Jones and 
Laughlin Steel Corporation vs. Baltimore & Ohio et al., mimeo- 
graphed. It found the fifth class rates now in effect unreason- 
able and unduly prejudicial. It further found commodity rates 
on the same articles from Illinois and Indiana points to the 
same destinations unduly preferential. The Commission, in its 
report, written by Commissioner Campbell, set aside the rec- 
ommendation made by Attorney-Examiner Disque, that sixth 
class be substituted. It devised a scale which ranges from 
60 per cent of fifth class on 52 miles and less up to 100 per 
cent of fifth class at 480 miles. Beyond that distance the scale 
runs to as high as 95 per cent of fifth class. The rates from 
Illinois and Indiana points to St. Louis are to be revised in 
accordance with the scale. 

Fourth section permission is given the long lines to meet 
the direct line rates. Groups are also to be permitted. Points 
east of Pittsburgh are to be differentially over Pittsburgh as 
at present. The Commission said the failure of the carriers 
to make Youngstown differentially related to Pittsburgh was 


not explained, but it could not do anything about that on this 
record. 
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CHARGES NOT UNREASONABLE ~ : 


Dismissal of the complaint in No. 16203, Sunny Brook Dis- 
tillery Company vs. Santa Fe et al., has been recommended by 
Examiner Alfred S. Knowlton on a finding that charges assessed 
on whiskey stored at El Paso, Texas, were applicable and not 
unreasonable. Complainant alleged that the rates charged on 
a carload of whiskey shipped May 21, 1920, from Louisville, Ky., 
to El Paso, Tex., the storage charges assessed thereon at El 
Paso, and the rate charged for the return transportation of the 
shipment to Louisville, were unjust and unreasonable, that the 
rate from El Paso to Louisville was unduly prejudicial, and that 
the storage charges were assessed without tariff authority. 

Examiner Knowlton said the statute of limitation barred 
the consideration of the charges from Louisville to El Paso, but 
that complainant did not press the question of reasonableness or 
prejudice of the rates to and from Louisville, and that the find- 
ings would be directed entirely to the reasonableness and ap- 
plicability of the storage or demurrage charges assessed at El 
Paso. 

The whiskey was consigned “Care Collector of Customs,” 
on shipper’s order, notify “Botica de Guadalupe.” It arrived at 
El Paso May 30, 1920, and the notification was given May 31. 
The whiskey was for parties in Juarez, Mexico, who, the ex- 
aminer said, apparently had failed to apprise the proprietors of 
the drug store “Botica de Guadalupe” that it was coming con- 
signed to them. On June 9 the shipment was unloaded to re- 
lease equipment and placed in a bonded warehouse at El Paso. 
The examiner said that, except that bonded and valuable freight 
for export to Mexico was unloaded therein, the warehouse was 
an ordinary freight depot or warehouse of the G. H. & S. A. 
The transaction came to the attention of the prohibition officials, 
the examiner said, with the result that the United States attor- 
ney for the western district of Texas filed a libel against the 
shipment on August 19, 1920. The property was attached by 
the U. S. marshal and held in the custody of the collector of 
customs. The agent of defendants at El Paso served notice of 
lien on the goods for freight, war tax and storage on February 
16, 1922, the examiner said. On June 14, 1923, the court pro- 
ceedings were dismissed. The shipment was returned to Louis- 
ville after the charges of $4,568 had been paid on the basis of 
J. E. Fairbanks’ tariff I. C. C. No. 4, $2 per day for the first 
four days, totaling $8, and $5 per day thereafter, exclusive of 
— and legal holidays, for 912 days, $4,560, the report 
said. 

Complainant, the examiner said, relied chiefly on rule 8 of 
the above tariff that no demurrage charges should be collected 
under the rule for detention of cars, due to “Delay by U. S. Cus- 
toms. Such additional free time shall be allowed as has been 
lost through such delay.” The examiner said there was no 
showing of delay due to U. S. Customs, pointing out that, after 
the attachment of the goods, the shipment was under the con- 
trol of the court. He said complainant was confusing custody 


with delay. The examiner said the charges imposed at El Paso 
were applicable and not unreasonable. 


NO VIOLATION OF THE ACT 


Examiner Warren H. Wagner has recommended dismissal 
of the complaint in No. 16212, A. S. Lambertson Company vs. 
Central of New Jersey et al., on a finding that damage caused 
by delay in transportation of one car of potatoes from Freehold, 
N. J., to Statesville, N. C., did not result from a violation of any 
of the provisions of the interstate commerce act. 

Complainant alleged that, by reason of failure of defendants 
to carry out their contract of carriage of car of potatoes shipped 
August 29, 1922, from Freehold to Statesville, Sections 1 and 15 
of the act were violated. Reparation in the amount of the in- 


voice price of the shipment less freight charges was sought, the 
examiner said. 


Defendants questioned the jurisdiction of the Commission, 
the examiner said. The report showed that the car was placed 
on team track for loading August 21; that car was completely 
loaded August 23; that shipping order and bill of lading were 
not turned over to Jersey Central agent until August 29; that 
only routing instruction on bill of lading was Southern Railway; 
that the car arrived at Potomac Yards, September 2; that it 
was delivered to Southern same day, that because of labor 
trouble and accumulation of freight for the Southern, the car 
was detained in Potomac Yards until September 5, when it 
was diverted to the R. F. & P., and that it left the yards over 
that line that day. The report further disclosed that the car 
was delivered to the Seaboard at Richmond, Va., September 6, 
and that that carrier turned it over to the C. C. & O., at Bostic, 
N. C., September 10. The car was delivered to the Southern 


at Marion, N. C., September 12, and it arrived at Statesville, 
September 16. 

Defendants conceded that it took six or seven days in ex- 
cess of the normal running time. The examiner said that, be- 
cause of the emergency existing at the time the shipment 
moved, growing out of unfavorable labor conditions and short- 
age of fuel, the Commission, by Service Order No. 22, required 
that traffic should be forwarded to destination over routes most 
favorable without regard to routing made by shippers or car- 
riers. Complainant contended that the damage to the potatoes 
was the result of warm temperature in the South during the 
delay in transit, and defendants, the report said, referred to 
maximum temperatures ranging from 71 to 80 degrees at 
Freehold during the time elapsing between the loading of the 
car and the issuance of shipping order by complainant. The 
examiner said that, while complainant conceded that the Com- 
mision did not have jurisdiction over damages resulting from 
delay, it coritended that the damage resulted from misrouting. 
The examiner said there was no misrouting and that, in addi- 


tion, the route traversed was in consonance with Service Order 
No. 22. 


CHARGES ON GASOLINE 


Dismissal of the complaint has been recommended by Ex- 
aminer J. Edgar Smith in a proposed report in No. 16346, Atlan- 
tic Refining Company vs. Pennsylvania et al., on a finding that 
charges on a tank car of gasoline shipped from Point Breeze, 
Pa., to New Haven, Conn., and reconsigned to Auburn, R. IL, 
were not unreasonable. The examiner said the charges im- 
posed were in accord with tariff provisions in effect in Septem- 
ber, 1922, when the shipment moved, and which had been pub- 
lished under the decision in the Reconsignment Case, 47 I. C. 
C. 591. After the shipment had reached final destination and 
all charges had been paid, the report continued, there was sub- 
mitted to the Commission in Western Petroleum Refiners Asso. 
vs. C., R. I. & P., 89 I. C. C. 241, the reasonableness of rules 
governing the reconsignment of petroleum and petroleum prod- 
ucts placed for unloading at private sidings, but not unloaded, 
providing for the application of combination rates, that is of 
rates to and from original billed destination, plus a reconsign- 
ment charge. Upon the facts there shown, the examiner said, 
the Reconsignment Case, supra, was overruled in part. The 
examiner said the Pennsylvania and New Haven, defendants 
in the instant case, were defendants in the Western Petroleum 
Refiners case. He said, however, there was no proof of un- 
reasonableness in any of the charges assessed in the instant 
case, and that complainant’s sole reliance was upon the rule 
established more than twenty months after the instant transac- 
tion was closed. Following the Anadarko case, 20 I. C. C. 43, 
and Boardman Company vs. Southern Pacific, 37-I. C. C. 81, the 


examiner said, the Commission should find the charges not un- 
reasonable and dismiss the complaint 


SHORT-HAULING CASE 


In a report in which he discusses the Hoch-Smith resolution 
and the law forbidding the Commission to require a railroad 
to short-haul itself, Examiner J. Edgar Smith has recommended 
the dismissal of No. 13850, Fort Smith, Subiaco & Rock Island 
Railroad Company vs. Alabama & Vicksburg et al. The com- 
plaining company asked for the establishment of through routes 
and joint rates in connection with itself, as an intermediate 
carrier from Mississippi River crossings, to points on the Paris 
branch of the Missouri Pacific, including Fort Smith, Ark., and 
to points beyond Fort Smith. 

Smith said there was a report in 87 I. C. C. 617, on the 
application of the Subiaco road for joint rate arrangements 
between points, in Arkansas, on the Paris branch of the Mis- 
souri Pacific and eastern interstate points through the Little 
Rock gateway. He said the Commission indicated findings in 
favor of such arrangements, but was not able to put them into 
effect because it was obvious that interstate traffic could not 
move to and from the Paris branch, in Arkansas, without the 
intervention of some line in addition to the Missouri Pacific. 
No other lines were parties, hence the Commission could not 
make an order. Notwithstanding the defect in the pleadings, 
the examiner said, the Commission proceeding to set forth facts 
which appeared to justify a discussion of the merits of the 
case and findings in favor of the applicant. It held the case 
open for thirty days, saying that if within that time arrange- 
ments had not been made to put the indicated findings into 
effect, it would enter an order making additional lines defend- 
ants and assigning the case for further hearing. 

Complainant’s counsel, instead of proceeding with the old 
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case, filed a new one, asking in addition, through route and 
joint rate arrangements to points beyond Fort Smith, on west- 
pound traffic. He said, in view of that fact, it would com- 
plicate the issues to proceed further in the then existing case. 
The new case, however, was docketed as a sub-number of the 
old one and the report is on the sub-number, with a review of 
the older case, sufficient to show the connection between the 
two. Smith said that although this case was broader than its 
predecessor and asked relief not contemplated in the earlier 
one, the present complaint was founded largely upon the find- 
ings made and views expressed in the earlier case. In dis- 
posing of the case Smith said: 


Complainant contends that existing routes via the Missouri Pa- 
cific are unreasonably long as compared with those embracing its 
line. Memphis is referred to by complainant as a representative in- 
terstate point. The distances between Memphis and Fort Smith are 
approximately the same, 312 miles via the Missouri Pacific all the 
way; or 323 miles, via the Missouri Pacific to Little Rock, the Rock 
Island to Ola, complainant line to Paris, and the Paris branch be- 
yond; or 308 miles via the Rock Island to Ola, complainant line to 
Paris, and Paris branch beyond. Between Memphis and Paris the 
distance via the Missouri Pacific is 356 miles, and via the Rock 
Island and complainant line it is 262 miles. Taking all points on 
the Paris branch, Fort Smith to Paris inclusive, the average dis- 
tances via these two routes are 332 and 285 miles, respectively. In 
other words, the average circuity of the Missouri Pacific’s one-line 
haul is approximately 16 per cent; whereas complainant’s proposal 
in the instant case involves at least three-line hauls to local sta- 
tions on the Paris branch of the Missouri Pacific. To stations be- 
yond Fort Smith, complainant’s present proposal would result in a 
maximum saving of 4 miles in distance by the substitution of three 
carriers for one, or in the additional haulage of 11 miles by the in- 
sertions of two extra carriers where one carrier now performs the 
service. 

A somewhat similar situation was presented in New Mexico Cen- 
tral Ry. Co. vs. A., T. & S. F. Ry. Co., 81 I. C. C. 718, where the 
one-line route of the Atchison, Topeka & Santa Fe was 16.4 per 
cent circuitous, on the average, as compared with the two-line route 
of that road in connection with the New Mexico Central. 

We found that the right of the Santa Fe to its long haul under 
section 15(4) of the act could not be set aside on the ground that 
its route was unreasonably long. 

Most of the important provisions of law upon which the com- 
plainant relies in the instant case were urged on behalf of the New 
Mexico Central and were fully discussed in the case referred to. 
It seems unnecessary to repeat this discussion. 

One additional point made by the complainant in this case is 
that in participating in through routes on traffic moving between 
points in Arkansas and points on the Paris branch in connection 
with its line as an intermediate carrier as required by the Ark- 
ansas statute, while refusing to participate likewise in through routes 
on interstate traffic, the Missouri Pacific unduly prefers shippers 
within Arkansas and intrastate traffic to the undue prejudice of 
interstate traffic and of complainant, in violation of section 3 of 
the act, thus removing the restrictions placed upon the commission’s 
power in section 15(4). No evidence was offered on this point other 
than that disclosing the situation. The mere fact that such a situa- 
tion exists does not of itself prove undue preference or prejudice. 

We are of opinion that the one-line route of the Missouri Pa- 
cific is not so unreasonably long as to warrant us in depriving it 
of its long haul on traffic to which it otherwise would be entitled 
under section 15(4) of the act, and that no undue preference or 
prejudice is shown to result from its participation in through routes 
with the complainant line on Arkansas intrastate traffic. 

There may be no significance to be attached to the corporate 
title of complainant, the Fort Smith, Subiaco and Rock Island Rail- 
road Company; or to the fact that, under contract, it operates the 
branch line owned by the Rock Island System from Ola to Dardan- 
elle; nevertheless the relief insisted upon by complainant in the 
prior proceeding and here broadened and extended to embrace a 
large portion of western territory under the tariffs set forth in the 
complaint and described therein as ‘‘points beyond Fort Smith” can 
not be granted to it without thereby extending an opportunity to 
the Rock Island System to invade and occupy territory, rails, term- 
inals and facilities for the use of which the Missouri Pacific has 
spent large sums of money and great labor. 


The Missouri Pacific has its own rails to Little Rock and Fort 
Smith from St. Louis, Mo., Cairo, Ill, Memphis, Tenn., Tallulah 
and Monroe, La., New Orleans, La., and other important junction 
points and crossings in the Mississippi Valley. The Rock Island 
serves Little Rock from Memphis and, through the Southern Pacific 
Lines at Eunice, La., also serves New Orleans. The Rock Island, 
however, does not serve Fort Smith directly, but must exchange 
traffic to or from that point with the Kansas City Southern at 
Mansfield, Ark. 

Unless the commission is to disregard the joint resolution of 
Congress, approved January 25, 1925, commonly known as the Hoch- 
Smith resolution, which requires it to give due regard to the main- 
tenance of an adequate system of transportation; unless the limi- 
tation on the commission’s power to prescribe through rates con- 
tained in section 15 of the act is to be nullified; upon what ground 
can it order what is asked in this proceeding, either to points on 
the Paris branch or to points “beyond Fort Smith?” Section 15 says: 
“The Commission shall not * * * require any carrier by railroad, 
without its consent, to embrace in such route substantially less than 
the entire length of its railroad and of any intermediate railroad 
operated in conjunction and under a common management or con- 
trol therewith, which lies between the termini of such through route, 
unless such inclusion of lines would make the through route unrea- 
sonably long as compared with another practicable through route 
which could otherwise be established.” 

Here the Missouri Pacific is asking no relief, it is resisting the 
relief asked by complainant. The long haul of the Rock Island, or of 
the Cotton Belt, or of the Southren Pacific, via the Missouri Pacific’s 
Paris branch from Paris to Fort Smith “and points beyond Fort 
Smith” does not exist, and can not arise, except temporarily dur- 
ing an emergency. To deny to the Missouri Pacific to protection ex- 
tended by the statute would strike a vital blow at all private initia- 
tive in the public service of transportation. 

That the fear of loss of traffic by the Missouri Pacific is not 
a chimera; that the diversion of the long-haul now held by the 
Missouri Pacific, because it owns the rails, is really desired by 
complainant; is shown by the testimony of complainant’s general 
manager as clearly summarized in brief for complainant: ‘“Memphis 
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would be an important gateway from which complainant would ex- 
pect to get traffic if the desired routes are established and that 
upon such traffic the Rock Island would get a longer haul than the 
Missouri Pacific. On New Orleans traffic routed-over the Southern 
Pacific to a connection with the Rock Island, the last named lines 
would have a longer haul than the Missouri Pacific. The haul from 
every gateway on west bound traffic via the Rock Island and the 
Subiaco gives to the Rock Island the longer haul.” These asser- 
tions, presumably intended as aids to complainant’s case, are based 


upon misinterpretations of the statute and of what was said by the 
way, in the case cited. 


Complainant, as a-short-line asking for extraordinary relief, 
presumably is not interested in how traffic may be routed up to 
Ola. It is understood that the Missouri Pacific offered to establish 
joint rates via complainant’s line, provided the long haul of the 
Missouri Pacific to the Little Rock gateway was preserved. This 
offer, apparently, was rejected. The reason for the rejection does 


not appear but a fair inference may be made from the portion of 
complainant’s brief quoted above. 


The Commission should find: 


(1) That it is without power to require the Missouri Pacific, 
against its protest, to embrace in the desired route by way of com- 
Plainant’s line, only 46 miles or less of the entire length of its rail- 


road from St. Louis, Mo., Cairo, Ill., Memphis, Tenn., Tallulah, La., 
or New Orleans, La. 


(2) That present through routes from Mississippi River gate- 
ways by the Missouri Pacific Railroad to Fort Smith, Ark., “tg points 
beyond Fort Smith,” and to points on its Paris branch are not un- 


reasonably long as compared with the described routes by way of 
complainant’s line. 


(3) That there is not now such a shortage of equipment, con- 
gestion of traffic, or other emergency as to warrant the temporary 
establishment of the routes asked by the complainant. 

(4) And that this complaint should be dismissed, 


SWITCH CONNECTION DENIED 


Examiner Burton Fuller has recommended the dismissal of 
No. 16195, Chamber of Commerce, Breckenridge, Tex., vs. Wichita 
Falls, Ranger & Fort Worth et al., on a finding that the Com- 
mission would not be warranted in requiring the establishment 
of a switch connection between the principal defendant and the 
Cisco & Northeastern at Breckenridge, for which the complain- 
ing organization asked. The Wichita Falls, Ranger & Fort 
Worth estimated, the examiner said, that the establishment of 
the desired connection would result in a deficit for its line run- 
ning from $30,000 to $50,000 a year. Such a loss, it said, if it 
did not force the abandonment of the Wichita Falls, Ranger & 
Fort Worth, would at least impair its ability to furnish adequate 
service to shippers upon its line and others dependent upon it 
for transportation. 

The Cisco & Northeastern, the examiner said, was willing 
to make the connection. It would benefit oil companies engaged 
in business in Breckenridge and towns near that point, by reduc- 
ing mileages which, in turn, would prevent loss of gasoline by 
evaporation, not to mention the car rental. But the examiner 
said that the gasoline companies on the road that objected to 
the switch connection were no differently situated as to each of 
their plants than any gasoline company having a facility on one 
line only. He said the connection would be reasonably prac- 
ticable and could be put in with safety, at a cost of construction 
estimated at $2,506. He said the Wichita Falls, Ranger & Fort 
Worth had been operated under receivership since 1921 and that 
an investigation conducted by the receiver showed that business 
in the territory under consideration was on the decline. He said 
the public generally would suffer disadvantage and that the ad- 
vantage of those desiring the connection would not be com- 
mensurate with the loss others would sustain. 








RATES ON CEMENT 

Dismissal of the complaint in No. 16197, Atlas Portland 
Cement Company vs. Northampton & Bath et al., has been 
recommended by Examiner Warren H. Wagner on a finding 
that rates on cement, shipped in May and June, 1922, from 
Navarro, Pa., to Dunraven, N. Y., were not unreasonable and 
that the record did not support a finding of damage resulting 
from alleged violation of section 4 of the act. Charges were 
assessed on the basis of combination of 16 cents to East 
Branch, N. Y., and 10 cents beyond. 


CEMENT RATES UNREASONABLE 


In a proposed report on No. 15768, MacDougald Construc- 
tion Company et al. vs. Central of Georgia et al., Examiner 
F, L. Sharp hag recommeinded a finding that the rate charged 
on 33 shipments of cement from Leeds, Ala., to Deerland, Ga., 
moving over the Central of Georgia and Seaboard, was not un- 
reasonable, but that it was unreasonable on any shipments 
that moved over the Southern to the extent that it exceeded 
the contemporaneous rate of 10.5 cents to Atlanta, Armour 
and other points in that vicinity, and that reparation should 
be made to that basis on such shipments. Charges were col- 
lected at the applicable rate of 12.5 cents. 


RATES ON NAPHTHA 


An award of reparation has been recommended by Exam- 
iner Warren H. Wagner in a proposed report in No. 16289, 
Skelly Oil Company vs. M. K. & T. of Texas et al., on a find- 
ing that rates on naphtha, in tank carloads, from Devol, Okla., 
to Burkburnett, Tex., were unreasonable to the extent that 
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they exceeded $12.50 per car prior to July 1, 1922, and $11.25 
per car subsequent thereto. Thirty-three cars on which rep- 
aration was sought moved in June, 1922, and January, February 
and May, 1923. The examiner said the rate in effect prior to 
July 1, 1922, wag 17 cents per 100 pounds. That rate was 
reduced to 15.5 cents, effective July 1, 1922. Effective Decem- 
ber 20, 1922, a commodity rate of 10 cents was established. 
Complainant sought reparation to the basis of the rates fountl 
reasonable by the examiner. The rate of $11.25 per car was 
established December 1, 1923, pursuant to Tidal-Western Oil 


Corp. vs. W. F. & N. W., 83 I. C. C. 51. The examiner followed 
that decision. 


OVERCHARGES ON GASOLINE 


A recommendation that a refund of overcharges be di- 
rested in No. 15983, Illinois Oil Company vs. Cape Girardeau 
Northern Railway Company et al., on a finding that rates 
charged on gasoline, in carloads, from Cushing, Okla., to Perry- 
ville, Mo., resulted in overcharges, has been made by Exam- 
iner Alfred S. Knowlton. Complainant alleged that the rate of 
50 cents charged on gasoline and kerosene from Cushing to 
Perryville was unjust, unreasonable and in violation of the 
long-and-short-haul provision of section 4 to the extent that 
it exceeded 29.5 cents. Reparation and rates for the future 
were asked. The examiner found there were no fourth section 
departures, but that the applicable rate was 34.5 cents, and 
that the shipments were overcharged to the extent that the 
rate collected exceeded 34.5 cents. He said the 34.5-cent rate 
was still applicable and that it would not be necessary to pre- 


scribe a rate for the future. He said the complaint should be 
dismissed. 


RATE ON WHEAT 

Dismissal of the complaint in No. 16368, Moore-Lawless 
Grain Company, B. C. Moore, receiver, vs. C. B. & Q. et al., has 
been recommended by Examiner W. M. Cheseldine on a finding 
that a rate of 57.5 cents on one carload of wheat from Nebraska 
City, Nebr., to Kansas City, Mo., and reconsigned to Westwego, 
La., was inapplicable, and that the applicable rate was not un- 
reasonable, but in violation of the long-and-short-haul clause 
of section 4. The examiner said the authority for the rate 
of 57.5 cents was not shown. No joint rate was published over 
the route of movement, the examiner said, and the lowest 
combination appeared to be 45.5 cents. He said the carriers 
conceded that this rate was applicable and that they agreed to 
refund an overcharge of $100.77. He said that should be done. 


RATES ON CRUSHED STONE 

A finding that collection of undercharges should be waived 
and the complaint dismissed has been recommended by Ex- 
aminer Alfred S. Knowlton in a proposed report in No. 16038, 
A. W. Taylor vs. New York, Chicago & St. Louis, involving 
rates on crushed stone from Gary, Ill., to Kankakee and Still- 
well, Ind. Complainant alleged that the rates on crushed stone, 
shipped since June, 1922, from points in the Chicago switching 
district to Stillwell and Kankakee, Ind., were, and are unjust, 
unreasonable, unjustly discriminatory, unduly preferential and 
prejudicial and in violation of the long-and-short-haul clause 
in that they exceeded or exceed the rates to La Porte and 
Michigan City, Ind. Charges were collected on the basis of 
$1.01 per ton. The examiner said the rate charged was not 
applicable, but that a class rate of 15.5 cents up to June 30, 
1922, and 14 cents per 100 pounds thereafter was applicable 
and that the shipments were undercharged. He said the Com- 
mission should find there was no evidence of competition or 
damage to complainant by reason of higher rates to points of 
shipment than to farther distant points and that the applicable 
rates were unreasonable to the extent they exceeded $1.01. 





CRUSHED GYPSUM ROCK RATES 


A finding of unreasonableness and undue prejudice, an award 
of reparation and an order establishing new rates has been rec- 
ommended by Examiner C. I. Kephart, in No. 15365, Nebraska 
Cement Company vs. Missouri Pacific et al., as to rates on 
crushed gypsum rock, from Blue Island, Kan., to Superior, Neb., 
the finding of unreasonableness being as to rates since Novem- 
ber 1, 1921. He said the Commission should find the rates un- 
reasonable and unduly prejudicial to the extent they exceeded 7 
cents per 100 pounds prior to July 1, 1922, and 6.5 cents since 


that time. The finding, he said, should be used as the basis for 
reparation. 


NO EVIDENCE OF PAYMENT 


Examiner David T. Copenhafer, in a report on No. 16119, 
Hilb & Bauer vs. New York Central (Ohio Central Lines) et al., 
said the Commission should find unreasonable the sixth class 
rate of $5.10 applied on five carloads of scrap iron, from Dunbar, 
W. Va., to Weirton, W. Va., via an interstate line, shipped in 
November, 1921, to the extent it exceeded the subsequently estab- 
lished rate of $3.92 per ton. The examiner said the record con- 
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tained no evidence that the complainants had paid and borne the 
charges and that therefore reparation should be denied. 


PETITIONS FOR REHEARING, ETC. 


The complainant in Nos. 15294, Traffic Bureau of Nashville 
vs. Illinois Central R. R. et al., and 15456, Same vs. A. C. L, 


_ R. R. et al., has filed a petition with the Commission asking for 


reopening and reconsideration. 

The complainants in No. 15448, Omaha Chamber of Com- 
merce, Traffic Bureau, for Trimble Brothers, Inc., et al. vs. A. B. 
& A. Ry. et al., have asked for reopening and reconsideration 
upon the record as made. 

The complainant in No. 13229, Spencer, Kellogg & Sons, 
Inc., vs. D. L. & W. R. R. et al., has asked the Commission for 
rehearing, reargument and reconsideration therein. 

The defendants in No. 14717, Mistletoe Creameries et al. vs. 
Santa Fe et al., have asked the Commission to grant a rehearing. 

The defendants in I. and S. No. 1769, butter, eggs, dairy 
products and poultry from southwest to defined territories, etc. 
(and Nos. 14952 and 14695, consolidated therewith), have peti- 
tioned the Commission for rehearing therein. The defendant 
carriers in No. 15395, Live Poultry and Dairy Shippers’ Traffic 
Assn. vs. A. & S. Ry. et al., have also filed a petition asking 
for reopening of their case for further hearing in connection 
with I. and S. No. 1769 and consolidated cases. 

The Chicago & North Western Railway Company and 
others have filed a petition with the Commission asking for 
reargument and further consideration in No. 14106 and consoli- 
dated cases, salt cases of 1923. 

The carriers in C. F. A. and Trunk Line territories, through 
D. T. Lawrence and M. B. Pierce, their attorneys, have filed a 
petition with the Commission requesting rehearing and recon- 
sideration of Nos. 14106 (and consolidated cases), salt cases 
of 1923. 

The applicant in Finance No. 2210, in re application of 
Kansas City Northwestern Railway Company for a loan, has 
petitioned the Commission to grant a rehearing therein. ; 

The defendants in No. 15554, Steinhardt & Kelly vs. Erie 
R. R. et al., have petitioned the Commission for reconsideration. 

The Manhattan Oil Company, interveners in No. 14953, 
A. B. A. Independent Oil & Gasoline Company et al. vs. Santa 
Fe et al., has petitioned the Commission to grant a rehearing 
therein. 


DRAYAGE ABSORPTION CASE 
The Trafic World Washington Bureau 


The Commission, on its own motion, has instituted No. 
16901, drayage absorptions by the Southwest Missouri Railroad. 
In its order creating the inquiry the Commission said: 

The Commission having under consideration Southwest Missouri 
Railroad Company’s tariff I. C. C. No. 12, which provides that said 
carrier will make certain absorptions on account of the drayage of 
ore, carloads, from mines and switches, enumerated in said tariff, 
to the Southwest Missouri Railroad Company’s terminals and loading 


tracks at Picher, Hockerville and other specified points in Oklahoma; 
and 


It appearing, That the provisions of said tariff represent an at- 
tempt on the part of the Southwest Missouri Railroad Company to 
secure tonnage in competition with common carriers serving directly 
with their own rails the Oklahoma-Kansas lead and zinc fields: 

It is ordered, That the Commission, upon its own motion, enter 
upon an investigation into and concerning the lawfulness and pro- 
priety of said tariff and of the practices of the Southwest Missouri 
Railroad Company thereunder, with a view to determining (1) whether 
said tariff is in violation of section 6, or the Commission’s tariff regu- 
lations made under the authority thereof, or of any other provisions 
of the interstate commerce act and (2) whether the practices of 
the Southwest Missouri Railroad Company under said tariff are, 
or will be, in contravention of sections 15, 15(a) or of any other 
provisions of the interstate commerce act. 


UNCONTESTED FINANCE CASES 


The Baltimore & Ohio has been authorized to extend the 
maturity date of $45,000,000 of its Southwestern division first 
mortgage 3% per cent gold bonds, bearing the company’s obli- 
gation to pay additional interest at the rate of 1% per cent, 
from July 1, 1925, to July 1, 1950. The company was author- 
= to sell at not less than par and interest $8,910 of similar 

onds. 

The Commission has authorized the Central Pacific Railway 
Company to issue $2,600,000 of 4 per cent preferred stock, consist- 
ing of 26,000 shares, to be delivered to the Southern Pacific Com- 
pany for deposit with the trustee under its 4 per cent mortgage 
(Central Pacific stock collateral), in exchange for a like amount 
of bonds to be issued under that mortgage; and authorized the 
Southern Pacific to issue $2,600,000 of 4 per cent mortgage (Cen- 
tral Pacific stock collateral) bonds, to be delivered to the Central 
Pacific in exchange for a like amount of preferred stock to be 
deposited with the trustee under the. mortgage. 

Authority has been given to the Minkler Southern Railway 
Company to issue one registered first mortgage 6 per cent gold 
bond in the denomination of $2,500,000. The bond is to be deliv- 
ered to the Atchison, Topeka & Santa Fe in satisfaction of a like 
amount of indebtedness for advances for capital purposes. 
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U. S. Supreme Court Decisions 
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STATE SAW LOG RATES 


In No. 371, Northern Pacific et al. vs. Department of Public 
Works of Washington et al., brought from the Supreme Court of 
Washington on a writ of error, the Supreme Court of the United 
States this week reversed the Washington tribunal in a case 
involving intrastate transportation of saw logs. 

Mr. Justice Brandeis, who delivered the opinion, said the 
suit was brought by the carriers against the Department of Pub- 
lic Works to set aside an order establishing rates on saw logs on 
the ground that the order deprived the railroads of property in 
violation of the due process clause of the Fourteenth amendment. 
The order was made February 1, 1922, after a general investiga- 
tion. The findings of fact upon which the order proceeded were 
attacked as arbitrary and as unsupported by the evidence. The 
prescribed rates were assailed as confiscatory. The Superior 
Court of Thurston county denied relief sought and this was 
affirmed by the Supreme Court of the state. 

Justice Brandeis said the carriers presented evidence tend- 
ing to show that their existing rates were so low as not to yield 
any return upon the property employed in the business, and that 
the rates did not defray fully the operating costs of the traffic 
and its proportion of the taxes payable. The court said little 
attempt was made to show that any testimony introduced by the 
carriers was inherently untrustworthy, and that little conflict 
with the evidence of the carriers was developed by the evidence 
as to specific facts introduced for the shippers and the public. 
Continuing, Justice Brandeis said: 


Apparently necessary inferences from specific facts established 
by the carriers were not explained away. The Department’s findings 
concerning operating costs rested largely upon deductions from data 
found in public reports of the carriers and in their exhibits filed in 
this case. Instead of attempting to show by evidence, reasonably 
specific and direct, what the actual operating cost of this traffic was 
to the several carriers, the Department created a composite figure 
representing the weighted average operating cost per 1,000 gross 
ton-miles of all revenue freight carried on the four systems and made 
that figure a basis for estimating the operating cost of the log traffic 
in Washington. This was clearly erroneous. 

A precise issue was the cost of each railroad of transporting 
logs in carload lots in western Washington, the average haul on 
each system being not more than 32 miles. In using the above 
composite figure in the determination of this issue the Department 
necessarily ignored, in the first place, the differences in the average 
unit costs on the several systems, and then the differences on each 
in the cost incident to the different classes of traffic and articles of 
merchandise, and to the widely varying conditions under which fhe 
transportation is conducted. In this unit cost figure no account is 
taken of the differences in unit cost, dependent, among other things, 
upon differences in the length of haul; in the character of the com- 
modity; in the configuration of the country; in the density of the 
traffic; in the daily loaded car movement; in the extent of the empty 
car movement; in the nature of the equipment employed; in the 
extent to which the equipment is used; in the expenditures required 
for its maintenance. Main line and branch line freight, interstate and 
intrastate, carload and less than carload, are counted alike. The 
Department’s error was fundamental in its nature. The use of this 
factor in computing the operating costs of the log traffic vitiated the 


whole process of reasoning by which the Department reached its 
conclusion. 


CUMMINS AMENDMENT CASE 


In an opinion by Mr. Justice Butler in No. 160, William M. 
Barrett, as president of the Adams Express Company, petitioner, 
vs. Arthur H. Van Pelt, the Supreme Court of the United States 
this week reversed the Supreme Court of New York. 

Justice Butler, reviewing the facts in the case, said that, on 
February 23, 1918, at Louisville, Ky., Van Pelt’s assignor deliv- 
ered to the Adams company a carload of fresh eggs for shipment 
to New York City. The shipment was delivered March 4, 1918. 
This action was brought to recover damages for loss in market 
value due to delay in transportation. At the trial the respondent 
(Van Pelt) contended that the express company was bound to 
make delivery of the eggs within a reasonable time, which he 
claimed to be not more than 30 hours. It was shown that the 
price of eggs in New York declined between the time respondent 
claimed delivery should have been made and the time when it 
was made. The trial court directed a verdict in favor of re- 
spondent. This was approved by the higher court and the peti- 
tioner brought the case to the Supreme Court. 

Justice Butler said the case involved the construction of the 
first Cummins amendment. He said no claim was made or filed 
within four months after delivery of the property to the con- 
signee. 

“We are required to decide whether the case is one where 
notice or filing of claim may be required as a condition precedent 
to recovery,” the court said, quoting the following provisos from 
the Cummins amendment: 


Provided further, That it shall be unlawful for any such common 
carrier to provide by rule, contract, regulation, or otherwise a 
shorter period for giving notice of claims than ninety days, for the 
filing of claims than four months, and for the institution of suits 


°, 
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than two years, such period for institution of suits to be computed 
from the day when notice in writing is given by the carrier to the 
claimant that the carrier has disallowed the claim or any part or 
parts thereof specified in the notice: Provided, however, That if 
the loss, damage, or injury complained of was due to delay or 
damage while being loaded or unloaded, or damaged in transit by 
carelessness or negligence, then no notice of claim nor filing of claim 
shall be required as a condition precedent to recovery. 


Justice Butler said if the first proviso stood alone, the rule 
established would be clear. But the purpose of the second pro- 
viso, he said, was to except some cases from the application of 
the general rule and to provide that, as to them, no notice of 
claim nor filing of claim should be required. He said the lan- 
guage and structure of the second proviso was so inapt and de- 
fective that it was difficult to give it a construction that was 
wholly satisfactory. After discussing that proviso, he said, the 
second proviso must be read that carelessness and negligence “is 
an element in each case of loss, damage or injury included 
therein, and that, in such cases, carriers are not permitted to 
require notice of claim or filing of claim as a condition precedent 
to recovery.” 

Justice Butler said that, no notice of claim having been given 
and no claim having been filed as required by the uniform ex- 
press receipt, it was incumbent upon respondent to show loss, 
damage or injury due to delay by carelessness or negligence of 
the company. He said the court thought that the evidence was 
not sufficient to sustain such a finding or to show what was a 
reasonable time for such transportation and delivery. He said 
it followed that there was nothing to give rise to any inference 
or presumption that failure to deliver at destination within 30 
hours was due to negligence or to support a finding that there 
was any loss or damage due to delay caused by carelessness or 
negligence of the company. He said the loss, if any, could not 
be ascertained because there was not in evidence the date when 


the eggs should have been delivered and the market value at that 
time. 


STATE ORDER UPHELD 


The Supreme Court of the United States this week affirmed 
the judgment of the Federal court for the northern district of 
Georgia in No. 209, Western & Atlantic, appellant, vs. Georgia 
Public Service Commission, Paul B. Trammell et al., involving 
the validity of an order of the Georgia commission requiring 
the maintenance of a switch service to a warehouse in Atlanta, 
notwithstanding the refusal of the warehouse company to sign 
a standard form of contract in respect to the side track. The 
opinion was written by Chief Justice Taft. 

In August, 1923, the opinion said, the railroad company 
served notice on the warehouse company that, unless it signed 
a contract, the service would be discontinued. The warehouse 
company declined to sign or, at least, did not sign and the 
service was discontinued. In the meantime the warehouse 
made complaint to the Georgia commission and that body 
advised the railroad company that no application had been 
made to it for authority to discontinue service as required by 
its rule No. 14, 

A hearing was had on the subject before the Georgia com- 
mission without, however, any application by the railroad com- 
pany for permission to discontinue. The Georgia commission 
ordered continuance of the service. 

Thereupon the railroad applied to a three-judge court for 
an injunction, which was denied. The case was thereupon ap- 
pealed to the Supreme Court. The bill averred that the ware- 
house was two city blocks from its public team tracks, which, 
it asserted, were adequate to take care of all the public business, 
including that of the warehouse company, and that the railroad 
company was ready to serve it at that point. It alleged that the 
side track was out of repair and that the receipts from the side 
track were only a small part of the cost of the side track serv- 
ice, and that enforced compliance with the order would deprive 
it of its property without due process of law. 

The order made by the Georgia commission was based upon 
its General Order No. 14, promulgated December 23, 1909, which 
provided that any and all facilities and privileges enjoyed by 
shippers to which they were entitled by law or by any rule of 
the commission, whether granted by voluntary action on behalf 
of the railroad companies, or otherwise, should not be discon- 
tinued without the consent of the railroad commission. The 
three-judge court denied on the ground that Rule 14 had not 
been complied with. Chief Justice Taft said the rule was a 
reasonable one and that the commission was fully justified in 
refusing to sanction a discontinuance of service until a petition 
had been filed and a showing made. But the doubt which arose 
in the court’s mind, said the Chief Justice, was whether the 
commission did not, by holding the hearing, condone the dis- 
regard and waive the defect of a petition. He said: 
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The action of the company in discontinuing the service without 
a petition was arbitrary and defiant, but the subsequent action of 
the commission seems to have condoned the fault in such a way as 
to prevent making it a reason for not looking farther into the issues 
now raised by the company in its bill. 

It is said the requirement of the continuance of the service 
deprived the company of its property without due process of law, 
in violation of the fourteenth amendment, because the service ren- 
dered by the side track was much greater in out-of-pocket cost than 
the compensation. This cannot be sustained. The service has been 
rendered for years. It was a voluntary arrangement, and under its 
statutory powers was made irrevocable by the Public Service Com- 
mission under Rule 14, except by consent of the Commission. The 
spur track was for a public purpose. Union Lime Co. vs. C. & N., 
233 U. S. 211. The requirement that such a service should not be 
discontinued without notice and hearing was clearly within the power 
of the state. C. & N. vs. Ochs, 249, 416; Lake Erie & Western vs. 
Cameron, 249 U. S. 422; Railroad Commission vs. L. & N., 148 @a. 
442. Even if the cost of switching is more than what it received for 
it, we cannot determine on any showing made by the company that 
the switching does not work a benefit in the increased business which 
the company gets or may get by reason of the added facilities fur- 
nished by the switching. The switching is a small part of the whole 
railway, and the mere fact that the switching and side track may 
not be profitable by itself cannot be held to be a confiscation of 
property, even if it involves a loss. See Fort Smith Light & Trac- 
tion Co. vs. Bourland, decided March 2, 1925. ‘ 

It seems to be the contention of the company that since 85 per 
cent of the business done on the side track is interstate commerce, 
the power to order its establishment or abandonment is vested in 
the Interstate Commerce Commission and that the state commission 
is without authority in the premises. Such a claim is in the teeth 
of the transportation act, 1920, which provides that the authority of 
the Commission conferred by section 402 over the extension or aban- 
donment of interstate railways lines shall not extend to the con- 
struction of spur industrial or side tracks. See Railroad Commission 
vs. Southern Pacific, 264 U. S. 331-345. 

The question whether the continuance of the service on this 
industrial track violates the interstate commerce act as unduly dis- 
criminatory is one that involves issues not primarily for the courts, 
but is for the Interstate Commerce Commission. It requires a con- 
sideration I experts of the benefit of the use of such a siding as 
compared with that of other sidings in connection with the rates in 
interstate commerce to determine whether there is undue discrimina- 
tion between shippers. The railroad company is therefore in no 
position to appeal to the courts on this ground until it has invoked 
the investigation and decision of the Interstate Commerce Commis- 
sion upon concrete facts in a proper manner. See Great Northern 
Railway vs. Merchants Elevator Co., 259 U. S. 285, 291, and the cases 
cited. If and when the Commission shall have made such an investi- 
gation and have found the existence of undue discrimination, its 
order may well not be a specific direction against a continuance of 
service on a particular siding, but an order upon the company to 
remove the undue discrimination between interstate shippers giving 
discretion to the company to adopt a satisfactory method of meet- 
ing the requirement. Compare Houston & Texas Ry. vs. United 
States, 234 U. S. 342, 360; American Railway Express Co. vs. Cald- 
well, 244 U. S. 617, 624. In any event, relief cannot be had on this 


bill on the ground of undue discrimination at the present stage of 
the controversy. 


LIEU LAND CASE 


The Supreme Court of the United States this week affirmed 
the decision of the Court of Appeals of the District of Columbia 
in No. 302, Santa Fe Pacific Railroad Company, appellant, vs. 
Hubert Work, secretary of the interior. The bill was filed by 
the railroad company against the head of the interior depart- 
ment to enjoin him from cancelling a selection of lieu land made 
by it, and to refrain from any further action other than the 
issuance of a patent for a forty-acre tract of coal land in 
Arizona. The railroad company selected the forty-acre tract in 
lieu of a like amount of land upon which a homesteader had 
settled after title to the tract vested in the railroad company. 

The question was whether the selection made by the rail- 
road company could be made under the statute providing for 
the selection in lieu of the original grant. The lower courts 
ruled against the railroad company. The opinion of the Supreme 


Court, written by Chief Justice Taft, affirms the judgment of 
the lower courts. 





OLD CASE REVERSED 


In an opinion written by Associate Justice Brandeis, in No. 
305, Baltimore & Ohio, appellant, vs. the City of Parkersburg, 
the Supreme Court of the United States this week reversed 
the United States Circuit Court of Appeals, from which court 
the case was brought. It involved a question of exemption 
from local taxes in Parkersburg, W. Va. It was begun in 1894 
and rested without action, from 1897, when a decree was en- 
tered, until 1923. No order was entered in 1897 enjoining the 
levying of taxes upon that part of the property of the Balti- 
more & Ohio which was formerly known as the Northwestern 
Virginia Railroad Company. That company, in 1855, was granted 
exemption from certain taxes in the town of Parkersburg which 
the Baltimore & Ohio claimed by seeking an injunction on the 
ground of a diversity of citizenship. 

Justice Brandeis said that inasmuch as the bill did not show 
that the trial court had jurisdiction of the controversy, the 
decree of the Circuit Court of Appeals, in favor of the plaintiff, 
had to be reversed and the case remanded to the district court. 
The question of jurisdiction was discussed in detail by Justice 
Brandeis. He said that so far as now appeared, the District 
Court, upon the remand of the case to it, would have to dis- 
miss the bill. But, he said, as the question whether the trial 
court had jurisdiction did not appear to have been considered 
by either the lower courts and was not discussed by the parties 
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in the Supreme Court, the court’s direction to the Circuit Court 
of Appeals would be to remand the case to the District Court 
for further proceedings not inconsistent with this opinion. 


CENTRAL OF NEW JERSEY TAX CASE 


The Supreme Court of the United States this week reversed 
a lower federal court in No. 129, Charles V. Duffy, collector of 
internal revenue for the fifth district of New Jersey, vs. Cen- 
tral Railroad of New Jersey, the holding being that the carrier 
was not entitled to make certain deductions in its income tax 
return for 1916. The carrier, as lessee of pier property from 
the city of New York, made expenditures in 1916 which it 
claimed as deductions. The lower court sustained the conten- 
tion of the carrier, but the Supreme Court said the items were 
not deductible and that the judgment of the lower court was 
not sustained except as to an admitted overpayment of $37,781. 


LIABILITY ACT NOT APPLICABLE 


The Supreme Court of the United States, in a decision this 
week in No. 306, New York Central vs. Frank P. Chisholm, held 
that the federal employers’ liability act could not be invoked 
in the case of accidents occurring in countries outside the 
United States. A man named McTier, an employe of the New 
York Central, was fatally injured while on duty on a N. Y. C. 
train running north of the boundary line between Canada and 
the United States. The administrator sued under the employ- 
ers’ liability act and recovered a judgment against the carrier. 
The case was taken to the United States Circuit Court of Ap- 
peals for the First Circuit, which asked the Supreme Court 
whether or not the action could be based on the liability act. 
The latter said it could not and that the carrier was subject 
only to the obligations imposed by the law of the country 
wherein the accident occurred. 


REMANDED TO LOWER COURT 


The Supreme Court of the United States has remanded No. 
178, Central Union Trust Company of New York, appellant, vs. 
Anderson County, Tex., to the lower court. The case was ap- 
pealed from the Federal court for the southern district of Texas. 
In an opinion written by Justice Butler, the Supreme Court re- 
versed the lower court on a jurisdictional question, and in 
remanding the case the higher tribunal directed further pro- 
ceedings in conformity with the opinion. 

The litigation is about the question whether the contract 
made between the corporation that preceded the -International- 
Great Northern, on the one hand, and Palestine, a municipal 
corporation, and Anderson County, on the other, binds the 
corporation that took the property under foreclosure., The con- 
tract bound the contracting corporation to maintain, forever, its 
general offices and shops at Palestine. The trust company 
claimed that to carry out the terms of the contract would cause 


an annual cost of $500,000 and depreciate the value of the prop- 
erty $3,000,000. 


CONFERENCE ON OIL RATES 


The Trafic World Washington Bureau 


The conference held by Commissioner Cox, April 15, re- 
specting oil rate relationships alleged to be affected by reason 
of the Commission’s order in No. 14087, Indiana State Chamber 
of Commerce vs. Atchison, Topeka & Santa Fe et al, probably 
was the cause of one of the most earnest arguments that 
have taken place before either the whole Commission or a Com- 
missioner who has held an informal conference. The refiners 
in Central Freight Association territory, namely, the Roxana 
Petroleum Corporation, the Standard Oil companies of Indiana, 
Kentucky and Ohio, the Sinclair, Paragon, Lubrite Co., and the 
Hickok Producing Co. asked the Central Freight Association 
lines to make reductions in rates from points in their territory 
to Indiana comparable to the ones from the mid-continent 
field ordered by the Commission in No. 14087 so as to preserve 
relationships. The request was made at a conference held in 
Chicago, April 3. The applicant refiners were anxious to put 
the railroads on record as saying they would make correspond- 
ing reductions effective on May 25, that being the effective day 
of the order in the Indiana State Chamber of Commerce case. 

Feeling that they could not stand a reduction in revenues, 
the Central Freight Association lines declined to bind them- 
selves to make corresponding reductions. Eugene Morris, 
chairman of the Central Freight Association lines suggested 
a conference of all the parties affected by the order, in Wash- 
ington, in the presence of the Commission, to the end that the 
whole situation might be discussed. The petitioning refiners 
said the new rates, unless met by corresponding reductions in 
rates from their refineries, would prevent their marketing a fair 
share of their products in the makets nearest their refineries, 
because the margin of profit on the refined products was not 
wide enough to enable them to take any greater shrink in 
their prices. The refiners who asked for the contemporaneous 
reductions said that they had been thinking of formal com- 
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plaints and that they would file them if the Central Freight 
Association lines did not grant the reductions. But they said 
they would be at a disadvantage unless the Central Freight 
Association lines made the requested reductions on May 25, or 
such other day as might be established as the effective date 
for the new rates from the mid-continent refining points. 

In addition they said they desired to call the attention 
of the C. F. A. lines to the fact, as they contended, that the 
Cc. F. A. rates were too high in comparison with rates on petro- 
leum products from the lower Mississippi valley and south- 
eastern territory to points on the border of C. F. A. territory. 
The complaining refiners said they thought the C. F. A. lines 
should save them the expense of filing formal complaints. 

The conference was called in response to Mr. Morris’ let- 


ter. The Commission’s notice to the interested parties was as 
follows: 


The Commission is in receipt of a letter, dated April 6, 1925, from 
Mr. Eugene Morris, Chairman of the Central Freight Association, 
Chicago, Ill., advising that the central territory lines have been 
petitioned by various oil refiners in central territory on and east of 
the Mississippi River for reductions in their oil rates to Indiana, 
corresponding to the reductions ordered by the Commission in the 
above-entitled case, decided March 2, 1925, from the mid-continent 
field to Indiana, in order to preserve existing relationships, and re- 
questing that the carriers and shippers referred to be granted a con- 
ference at the earliest practicable date for the purpose of presenting 
to the Commission the entire situation, which may include a request 
for postponement of the effective date of the order. 


In response to this request, arrangement has been made for Mr. 
Morris and any others interested in this case to confer with Commis- 
sioner Cox at Washington, April 15, 1925, at 10 o’clock a. m. 

A strong, three-cornered fight about rates on petroleum and 
its products was made April 15 in a conference in the presence 
of Commissioner Cox, Traffic Director Hardie, Assistant Chief 
Examiner Gerry and Examiner Seel, the Commission’s decision 
and order in No. 14087, Indiana State Chamber of Commerce vs. 
Atchison, Topeka & Santa Fe et al., being the cause of it. 
Eastern carriers, with Eugene Morris as their spokesman, asked 
for the postponement of the order in that case pending a gen- 
eral investigation into the relationship of rates as between 
rates from the mid-continent and related districts, on the one 
hand, and rates from refinery points east of or near the Missis- 
sippi, on the other, to destinations east of the Indiana-Illinois 
line. 

Refiners in the eastern territory and along the border just 
west of the Mississippi did not oppese the reduction of rates 
ordered in the case under consideration. They put their case 
in the alternative. They asked for either concurrent and com- 
parable reductions, or the postponement of the day for the en- 
forcement of the order until an adjustment of the relationship 
could be made. They took the position that the carriers could 
make concurrent and comparable reductions so there would be 
no need for postponing relief to the Indiana complainants, but 
Mr. Morris said the carriers could not stand the reductions of 
— that would follow such a downward revision of the 
rates, 

Eastern refiners were represented by their traffic managers. 
While they were in a unit in asking for concurrent revision of 
the relationships they did not appoint one spokesman for their 
view. R. B. Coapstick, for the complainant, and J. F. Lawrence, 
the latter for the White Eagle and other refiners in the mid- 
continent field, opposed any delay in the enforcement of the 
order requiring lower rates from mid-continent to Indiana. Mr. 
Coapstick said the existing rates were attacked as unreasonable 
and the Commission so found, while all the representations that 
were being made in the conference were practically third section 
arguments. Mr. Lawrence said that every word that had been 
said in the conference had been said either in the trial of this 
case or in the trial of I. and S. No. 1668. In the last-mentioned 
case relationship was one of the questions, if not the big ques- 
tion. He said the matter had come up in many other cases. 

“Were we in a court of law,” said he, “I would have been 
pleading res judicata for the last two years. The matter stands 
decided and there is no use denying relief to Indiana and the 
mid-continent refiners any longer than May 25, the date upon 
which the order is to be made effective.” 


In his opening statement, Mr. Morris had said that, in so 
far as the southwestern lines were represented,in the confer- 
ence, he represented them. At the time he made that state- 
ment Mr. Lawrence asked for specifications as to which ones 
were represented without, however, obtaining any more definite 
answer. 

“TI asked Mr. Morris about the southwestern lines at that 
time,” continued Mr. Lawrence, “because I have been informed 
they are preparing tariffs to be operative on May 25. The 
publication will be Leland’s I. C. C. No. 1680.” 

A suggestion was made that the southwestern lines, in their 
publication, would limit the reductions to the No. 3 Oklahoma 
group. Mr. Lawrence said he did not desire to say what he 
thought they would do, but he said it would not be fair to other 
groups to have the reductions limited to that one group, adding 
that he thought the decision indicated the view of the Commis- 
sion, clearly enough, that the reductions were to be made from 
all the territory in the southwest. He pointed out that from 
some points in. north Texas, owing to the Vicksburg combina- 


THE TRAFFIC WORLD 


995 


tion, Indianapolis and points south in that state had rates two 
cents lower than Oklahoma groups. His thought was that the 
Texas groups should not be lower than Oklahoma and that New 
Orleans should not have any lower rates to C. F. A. than the 
Oklahoma groups. 

The eastern carriers and C. F. A. refiners treated the matter 
as one in which the Commission had made an effort to get rid 
of the hump in rates in western Indiana, but asserted that in 
so doing it had provided merely for a transfer of the hump to 
western Ohio, with a certainty that when an effort was made 
to get rid of it in Ohio it would be transferred to the Buffalo- 
Pittsburgh line and so on to the Atlantic seaboard. When it 
got there they said the seaboard refiners certainly would ask 
for a revision of their rates westward so as to enable them to 
compete with the mid-continent men. Several traffic managers 
for C. F. A. refiners said the order would drive them either out 
of business or so confine them in their operations as to make 
the order a matter of vital concern to them. 

Seaboard refiners did not get into the matter to any depth. 
Their position seemed to be set forth satisfactorily when E. 
D. Sheffe, for the Standard Oil Company of New Jersey, said 
that that company was not immediately affected, but that if the 
hump moved to the eastward, as seemed certain, the company 
certainly would have to ask for revision, by reduction, of its 
rates to the westward. 

John S. Burchmore, for the Roxana, one of the companies 
claiming it would be hard hit by the revision ordered by the 
Commission, said neither the Roxana nor any other refiner sim- 
ilarly affected was in the position of opposing any relief or of 
postponing the order. except so as to keep competing refiners 
on existing terms of equality. 

Answering Commissioner Cox, Mr. Burchmore said the car- 
riers could give relief, if they desired, but, as Mr. Morris in- 
dicated, they felt they could not afford reductions in revenue. 
Mr. Cox brought out from Mr. Morris that that was the matured 
decision of the carriers. Mr. Burchmore said he did not wish 
to make either a threat or a promise, but he felt sure that 
unless concurrent and comparable reductions were made, for- 
mal complaints asking for reparation would have to be filed. 
He said he was not authorized to say that, but that, from his 
knowledge of the situation, he could not see any other course. 

It became plain, early in the conference, that conditions 
were such that suggestions of compromise would probably not 
receive much consideration, even if some one had the temerity 
to such a composition. Each of the three parties to the situation 
seemed bent upon advancing its idea as the only tenable one. 
No one did suggest anything that could be taken as a founda- 
tion for an adjustment that would give the complainants and 
their mid-continent supporters some relief in the present hump 
district in Indiana and to the extent of that relief modify the 
anguish the C. F. A. refiners said they have thrust upon them 
if the order of the Commission were carried out. The matter, 
therefore, igs in the Commissioner’s hands without thought of 
compromise. The railroads were not prepared to accept any 
revenue losses other than those that would fall upon them as 
a result of the order reducing rates from the mid-continent 
field. The carriers said they fully recognized the added dis- 
vantages to which some of their shippers would be subjected 
but they could not see their way clear to do other than suggest 
the postponement of the effective date until after the whole 
subject had been investigated. They said they had received 
notices from the Canfield, Sinclair, Indian, Paragon, White 
Star, the Standards of Indiana and Ohio, Hickok Producing, 
Roxana and others that they expected corresponding reductions 
from them in the rates of the companies mentioned. 

Several of the C. F. A. refinery traffic men said they read 
the Commission’s report as indicating that the regulating body 
intended the railroads involved to have regard, in their revision 


of rates, for the refiners in groups other than in the mid-con- 
tinent field. 


Among those who took that position were S. C. Hollands, 
Standard of Indiana; H. W. Robertson, Sinclair; C. A. Porter, 
Indian Refining Co.; and W. M. Powers, Lubrite Refining Co. 
Mr. Hollands said he could not see how the Indiana consumers 
were to obtain any benefit from the reduction in rates unless 
the refiners, such as the Standard of Indiana, were given cor- 
responding reductions. Mr. Porter said hig company had been 
driven out of business in the east by other changes in rates 
and that the proposed change would drive them out of Indiana. 
Mr. Powers said he read the decision as requiring the carriers 
to give comparable reductions in rates from East St. Louis 
and that the company for which he was speaking had asked the 
carriers serving them to relieve them from some of the disad- 
vantages under which they were suffering prior to this decision. 
He suggested that if the relief could not be given under the deci- 
sion in this case it could be done under No. 17000, the Hoch- 
Smith resolution inquiry. That, however, was only as an 
alternative, his opinion being that relief could be given without 
going outside of the record in the case that caused the 
conference. 


Commissioner Cox was interested in the talk about the 
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Hoch-Smith resolution inquiry, because, as he said, one of the 
questions in connection with that was whether, under that law, 
a case that had been decided, could be reopened without any 
other showing. Mr. Powers was not prepared to answer that 
inquiry. 

Mr. Robertson said that under the rates ordered by the 
Commission refined oil could be taken to points in Indiana near 
the Ohio line and carried into Ohio by tank wagon and distri- 
buted at less than the rates into Ohio. 

Henry Hauseman, Pure Oil Co., said that moving the hump 
to western Ohio introduced an unstable condition into Ohio, 
forcing the company for which he was speaking to move its 
business further to the east, clear out of Ohio. 

H. R. Smith of the Great Southern Refining Co. said that 
unless that Kentucky refiner was given relief from the situation 
that was foreshadowed by the Commission’s order, it would have 
to go out of business. 

The great point that was developing as a result of the 
discussion was that the protesting C. F. A. refiners were not 
backing the request of the railroads for a general investigation 
or a postponement of the effective date of the order but were 
insisting that the carriers give them relief coincident with 
the reduction from the mid-continent district. 

In the course of the discussion the assertion was made that 
refiners, such as the Roxana, Sinclair and Standards, which 
were believed as Mr. Lawrence said, to be receiving their crude 
by pipe line would not be at a disadvantage in comparison with 
the mid-continent refiners. 

“We would like to market in this territory on the basis of 
the combination of pipe line rate to the refinery and the local 
rate beyond,” said Mr. Lawrence, addressing Mr. Robertson. 

“How do you know we get crude by pipe line?” asked 
Mr. Robertson. 

“I don’t know that you do because I have never seen crude 
taken out of the pipe line, owned by the Sinclair interest, 
leading to the Sinclair refinery, but I suspect there is crude in 
it,” retorted Mr. Lawrence. 

“How do you know the pipe line rate?” asked Mr. Robertson. 

“Oh, I can read the pipe line tariff, kiddo.” 


In the discussion that followed it was suggested that when 
the rail rate on crude was 24 cents per 100 pounds, the corre- 
sponding pipe line rate to the St. Louis district was equivalent 
to 10 cents per 100 pounds, giving the refiner at the river a 
profit of more than $125 per car on the freight rate, in compar- 
ison with the all-rail shipper of refined from Tulsa. 

Those attending the conference were: 


E. D. Sheffe, Standard Oil Co. (N. J.), New York City; R. T. 
Pierce, Chamber of Commerce, Terre Haute, Ind.; R. B. Coapstick, 
Indiana State Chamber of Commerce, Indianapolis; G. M. Field, Max- 
well Motor Corporation, Newcastle, Ind.; F. T. Singleton, member 
Public Service Commission of Indiana, Martinsville, Ind.; E. W. 
Wolfe, Chamber of Commerce, Marion; J. E. Fredrick, President, 
Indiana State Chamber of Commerce, Kokomo; H. A. Clark, Ball 
Brothers Company, Muncie; L. R. Martin, Oliver Chilled Plow Com- 
pany, South Bend; W. I. Nokely, Paragon Refining Company, Toledo; 
E. P. Clark, Western Oil Refining Company, Indianapolis; C. A. 
Garber, The Refiners Oil Company, Dayton; F. G. Lantz, Erie Rail- 
road Company, Chicago; W. A. Wareing, The Standard Oil Co. (Ohio), 
Cleveland; W. T. Stevenson, Traffic Manager, Big Four, Cincinnati 
(representing also New York Central); H. W. Robertson, Sinclair 
Refining Company; H. R. Smith, traffic manager, Great Southern Re- 
fining Company; B. C. McPherson, Sun Oil Company; E. N. Kilmer, 
Central Freight Association; John S. Burchmore, Roxana Petroleum 
Corporation et al.; E. W. Sieboldt, Roxana Petroleum Corporation; 
E. K. Davis, White Star Refining Company; H. E. Dean, Hickok 
Producing Company; S. G. Lutz & F. H. Towner, Chicago & Alton; 
E. Morris, chairman, Central Freight Association, Chicago; C. C. 
Rausch, Missouri Pacific, St. Louis; F. S. Hollands, Standard Oil 
Company (Ind.); Chas. Ervin, The Texas Company, New York; C. B. 
Ellis and D. C. Beck, Gulf Refining Company; C. A. Porter, Indian 
Refining Company; Henry Hauseman, Pure Oil Company, Columbus; 
H. E. Ketner, Phillips Petroleum Company; J. F. Lawrence, White 
Eagle Oil & Refining Company et al., Kansas City; W. M. Powers, 
Lubrite Refining Company, St. Louis; J. R. Mills, Kansas City South- 
ern; J. W. Graham, New York Central & St. Louis; J. T. Veaasten, 
Pennsylvania, St. Louis; W. H. Smith, assistant to general freight 
agent, New York Central, and H. R. Lewis, freight traffic manager, 
Baltimore & Ohio. 


TENTATIVE VALUATION REPORTS 


In a tentative valuation report on the property of the Flor- 
ida, Alabama & Gulf Railroad Company, as of June 30, 1917, 
the Commission has found the final value of total owned prop- 
erty to be $127,625, and of total used property, $180,701. The 
owned main line extends from Galiver, Fla., to Falco, Ala., a 
distance of 25 miles. 

In a tentative valuation report on the property of the Calu- 
met Western Railway Company, as of June 30, 1916, the Com- 
mission has found the final value of owned and used property 
to be $410,000. The property is a short line in Chicago. 

In a tentative valuation report on the property of the Ohio 
River & Western Railway Company, as of June 30, 1917, the 
Commission has found the final value of wholly owned and 
used property to be $1,924,400. The main line extends from 
Bellaire to Mill Run, Ohio. 

In a tentative valuation report on the property of the Manu- 
facturers’ Railway Company of Toledo, Ohio, as of June 30, 
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1916, the Commission has found the final value of wholly owned 
and used property to be $962,259; of total owned property, 
$1,108,137, and of total used property, $962,787. 

In a tentative valuation report on the property of the Kan- 
awha, Glen Jean & Eastern Railroad Company, as of June 30, 
1916, the Commission has found the final value of the wholly 
owoned and used property to be $651,500. The main line ex- 
tends from Glen Jean to Tamroy, W. Va. 

In a tentative valuation report on the property of the Gales- 
burg & Great Eastern Railroad Company, as of June 30, 1918, 
the Commission has found the final value of the wholly owned 
and used property to be $105,070. The line extends from 
Wataga to Victoria, Ill. 

In a tentative valuation report on the property of the Austin 
Dam and Suburban Railway Company, a belt line in Austin, 
Tex., as of June 30, 1917, the Commission has found the final 
ba - total owned property to be $36,000, and of total used, 

47,575. 

In a tentative valuation report on the property of the Tre- 
mont & Gulf Railway Company, the main line of which extends 
from Tremont to Winnfield, Ia., a distance of approximately 
48 miles, as of June 30, 1916, the Commission has found the 
final value of wholly owned and used property to be $1,222,430. 

In a tentative valuation report on the property of the 
Waynesburg and Washington Railroad Company, as of June 30, 
1917, the Commission has found the final value of the wholly 
owned and used property to be $686,630. The main line extends 
from Washington, Pa., to Waynesburg, Pa. 

In a tentative valuation report on the property of the Akron 
& Barberton Belt Railroad Company, as of June 30, 1916, the 
Commission has found the final value of the total owned prop- 
erty to be $1,228,360, and of the total used property, $1,225,000. 
The line is located in and about Akron, O. 

In a tentative valuation report on the property of the New 
York and Long Branch Railroad Company, as of June 30, 1918, 
the Commission has found the final value of total owned prop- 
erty, to be $6,010,000, and of total used property, $6,119,477. 
The owned main line consists of two disconnected sections, 
one extending from Perth Amboy to Sea Girt, N. J., and one 
from Sea Girt to Bay Head Junction, N. J., a distance of 
39.353 miles. In addition, it owns 37.792 miles of second and 
other main track and 42.999 of yard tracks and sidings. The 
company owns no equipment. The Pennsylvania and the Cen- 
tral of New Jersey have trackage rights over the entire line. 
On date of valuation the company had outstanding a total 
par value of $5,500,767.86 in stocks and long-term debt, of which 
$2,000,000 represented common stock, $2,500,000 funded debt, 
and $1,000,767.86 non-negotiable debt, the report said. Invest- 
ment in road, including land, on date of valuation, was stated 
by the carrier in its books as $5,410,522.18. 

In a tentative valuation report on the property of the 
Cumberland & Manchester Railroad Company, as of June 30, 
1918, the Commission has found the final value of the owned 
and used property to be $477,199. The railroad consists of ap- 
proximately 23 miles of line between Heidrick and Manchester, 
Ky. 

In a tentative valuation report on the property of the De 
Queen & Eastern Railroad Company, as of June 30, 1918, the 
Commission has found the final value of owned and used prop- 
erty to be $529,120. The main line of the railroad extends from 
De Queen to Dierks, Ark., a distance of approximately 27 miles. 

In a tentative valuation report on the property of the Cin- 
cinnati, Lebanon & Northern Railway Company, as of June 
30, 1917, the Commission has found the final value of total 
used property to be $5,281,943, and of total owned property, 
$5,118,086. 

The railroad’s main line extends from Cincinnati to Day- 
ton, Ohio. On date of valuation the carrier had outstanding 
a total par value of $3,770,000 in stock and long-term debt, of 
which $2,100,000 represented common stock and _ $1,670,000 
funded debt. Investment in road and equipment, including 
land, on date of valuation, was stated in the carrier’s books 
as $4,160,768.52. 

In a tentative valuation report on the property of the 
Lorain, Ashland & Southern Railroad Company, as of June 30, 
1917, the Commission has found the final value of total owned 
property to be $1,630,801, and of total used property, $1,631,391. 
The main line extends from Custaloga to Lorain, O. 

In a tentative valuation report on the property of the 
Ferdinand Railroad Company, as of June 30, 1917, the Com- 
mission has found the final value to be $84,280. The line extends 
from Huntingburg to Ferdinand, Ind. 

In a tentative valuation report on the property of the 
Groveton, Lufkin & Northern Railway Company, as of June 30, 
1919, the Commission has found the final value of total owned 
property to be $292,090, and of total used property, $291,840. 
The line extends from a point near Groveton to Vair, Tex. 


In a tentative valuation report on the property of the 
Louisville Bridge & Terminal Railway Company, of Louis- 
ville, Ky., as of June 30, 1919, the Commission has found the 
final value of total owned property to be $4,383,474, and of 
total used property, $4,397,276. 
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NICKEL PLATE MERGER HEARING 


The Trafic World Washington Bureau 


Denial of a motion made by counsel for minority stockhold- 
ers of the Chesapeake & Ohio that the hearing set for April 15 
on the applications in the Van Sweringen-Nickel Plate merger 
case be adjourned for a “reasonable” time pending action by 
the Chancery Court of the City of Richmond, Va., on the attack 
of the stockholders on the proposed lease of the Chesapeake & 
Ohio to the new Nickel Plate company, marked the opening of 
the hearing which then went forward as scheduled. The mem- 
bers of the Commission, with the exception of Commissioner 
Woodlock, who did not participate in the proceedings, heard 
argument on the question of whether or not the hearing should 
be adjourned. After the argument, the Commission held a brief 
conference, and then Chairman Aitchison announced the motion 
had been overruled, and that Commissioner Meyer, chairman of 
Division 4, and Director Mahaffie, of the bureau of finance, would 
hear the testimony. 

Thomas B. Gay and H. W. Anderson, counsel for the C. & O. 
protesting stockholders, argued that, because the C. & O., in the 
court at Richmond, had agreed not to execute the proposed 
lease until the .court had decided the questions raised in the 
proceeding before it, the Commission should refrain from pro- 
ceeding with the case before it, so far as the C. & O. and the 
Hocking Valley were concerned, until the court at Richmond 
had acted. ti 


W. A. Colston, vice-president of the Nickel Plate, opposing 
the motion, said if the Commission should determine to author- 
ize the proposed lease of the C. & O. to the new company, its 
decision in that respect would not be rendered moot by a de- 
cision of the Chancery Court either thereafter or theretofore 
rendered that the C. & O., in the absence of such order of 
the Commission, was without charter power to lease its rail- 
roads, property and assets to the new company. In an affidavit 
filed with the Commission, Mr. Colston said in part: 


Even if it should be decided that in the absence of an order 
of this Commission authorizing such lease the making of such lease 
is restrained or prohibited by either state or federal law the au- 
thority of the Interstate Commerce Commission would be of real 
and substantial import because the defendant the Chesapeake & Ohio 
Railway Company as well as the other carriers affected by the 
Commission’s order authorizing the lease would be relieved of all 
restraints or prohibitions by law, state or federal, in so far as nec- 
essary to enable them to do anything authorized or required by such 
order just as in the case of Control of Central Pacific by Southern 
Pacific, 76 I. C. C. 508, the authority of the Interstate Commerce Com- 
mission, after an adverse decision by the Supreme Court of the 
United States in the case of United States vs. Southern Pacific, 
259 U. S. 214, made lawful the lease of the Central Pacific to the 
Southern Pacific and resulted in the dismissal of the case against 
the Southern Pacific by the United States Circuit Court of Appeals 
for the Eighth Circuit, and this point is of material and substantial 
import in said question and has been directly raised by the sixth 
ground of demurrer in the demurrer of the Chesapeake & Ohio Rail- 
way Company in the said Chancery Court of the City of Richmond, 
which said ground of demurrer is as follows: 

“6. That by an act of Congress approved February 28, 1920, and 
known as transportation act, 1920, the Interstate Commerce Commis- 
sion is vested with authority to approve and authorize the acquisi- 
tion of control of any carrier or carriers engaged in the trans- 
portation of passengers or property in interstate commerce by an- 
other such carrier under a lease, and Congress having taken posses- 
sion of the field its authority is paramount to the provisions of any 
state constitution, statute or other law on the subject, and para- 
mount to any alleged contract rights of the complainants herein.”’ 

It is of real and substantial import in the case that the decision 
of the Interstate Commerce Commission in the premises be had if 
possible before the final determination of the injunction suit in said 
Chancery Court. 

2. The proceeding in Finance Docket No. 4671 involves much 
more than the question of the proposed lease from the Chesapeake 
& Ohio Railway Company to the new company. -As shown by said 
joint application in finance docket No. 4671 the new company pro- 
poses to acquire control of the systems, not only of the Chesapeake 
& Ohio Railway Company, but also of those of the New York, Chi- 
cago & St. Louis Railroad Company, the Hocking Valley Railway 
Company, Erie Railroad Company, and Pere Marquette Railway Com- 
pany, pursuant to the proposal by O. P. and M. J. Van Sweringen 
dated August 20, 1924, a copy of which, with deposit agreement an- 
nexed, is attached to said joint application marked “Exhibit No. 64’ 
and made a part thereof. Such control is to be acquired under a 
lease and/or by the purchase of at least a majority of the capital 
stock of each of tne said other companies, and, as clearly appears 
from the whole application, and particularly from paragraph 15 of the 
deposit agreement annexed to the proposal as shown, at pages 503 
and 504 of the document containing the applications with exhibits, 
this control may be effected either by a lease or by the acquisition 
of a majority of the outstanding capital stock of any company, and 
the unified control for which authority is sought may be effected 
even if the proposed lease from the Chesapeake & Ohio Railway Com- 
pany is not made at all. . 

3. The petitioners who are now seeking an adjournment of the 
hearing in finance docket No. 4671 from April 15, 1925, have published 
or caused to be published in circulars and in the daily press and 
in their petition for intervention in finance docket No. 4671 untrue 
and misleading statements of the effect of the proposed lease of 
the Chesapeake & Ohio Railway Company which are calculated to 
and have caused dissatisfaction and dissension among the stock- 
holders of that company, and said petitioners asked that a hear- 
ing be had upon the application in finance docket number 4671 with 
the right to produce and cross-examine witnesses, and they should 
be required to go on with the hearing which they have requested 
and to prove their allegations or to stand self-condemned by their 
failure to produce their witnesses and subject them to cross-ex- 
amination. If the hearing in finance docket. No. 4671 is postponed 
and said defendants are not required to make proof of their allega- 
tions and their witnesses are not subjected to cross-examination and 
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rebuttal as law and justice require the dissensions and dissatisfaction 
which said petitioners are stirring up among the stockholders of the 
Chesapeake & Ohio Railway Company will necessarily increase as 
time goes on, and in the interest of peace and quiet and of the es- 
tablishment of truth the motion of said petitioners for an adjourn- 
ment of the hearing in finance docket No. 4671 should be denied 
and they should be required to go on with their hearing as they 
have prayed in their petition for intervention. 

4. The stipulation or agreement referred to in the order of 
March 26, 1925, entered over the written objection of ‘counsel for 
said petitioners by the said Chancery Court of the City of Rich- 
mond was voluntarily offered by the Chesapeake & Ohio Railway 
Company in order to avoid delay in proceeding with the proposed 
stockholders’ meeting and with the case before this Commission, 
and was so accepted by the Court after it had been refused by the 
said petitioners, and affiant verily believes and so avers that the 
motion now made by said petitioners for the adjournment of the 
hearing in finance docket No. 4671 is interposed solely for the pur- 
poses of delay and annoyance to the Chesapeake & Ohio Railway 
Company and the other applicants before the Interstate Commerce 
Commission in said finance docket No. 4671 and not for the purpose 
of any proper and orderly determination of the issues between the 
parties. Affiant further believes and accordingly avers that an ad- 
journment of said hearing as prayed for by said petitioners would 
be subversive of the rule prescribed by section 17 of the interstate 
commerce act that proceedings before the Commission shall be 
conducted in such manner as shall best conduce to the proper dis- 
patch of business and to the ends of justice and that such ad- 
journment would improperly delay the proper dispatch of business 
and would defeat the ends of justice recognized by the said Chancery 
Court of the City of Richmond, Va., in the denial of the preliminary 
or interlocutory injunction which was sought by said petitioners. 


H. S. Bird, counsel for A. I. Stiles, intervener, objected 
to the motion, declaring his client wished to try the case before 
the Commission without delay. W. E. Godfrey, counsel for 
dissenting stockholders of the Nickel Plate, obtained permission 
to intervene, as did A. P. Martin, counsel for the Akron, Can- 
ton & Youngstown and the Wheeling & Lake Erie. 

Among those present at the hearing were O. P. and M. J. 
Van Sweringen, J. J. Bernet, president of the Nickel Plate; 
W. J. Harahan, president of the C. & O.; Daniel Willard, 
president of the B. & O.; T. C. Powell, vice-president of the 
Erie; A. P. Thom, general counsel of the Association of Rail- 
way Executives, and Bird M. Robinson, president of the Ameri- 
can Short Line Railroad Association? 

Mr. Powell, of the Erie, was the first witness called by 
Mr. Colston to testify in support of the application. The wit- 
ness explained in detail the effect of the proposed merger from 
a traffic standpoint, giving the main points that would be served, 
the routes that would be established and data as to the inter- 
change of traffic. 

Mr. Powell was cross-examined by A. I. Stiles, dissenting 
Chesapeake & Ohio stockholder, and H. W. Anderson, of coun- 
sel for the committee representing a group of dissenting Chesa- 
peake & Ohio stockholders. Mr. Anderson’s questions were de- 
signed to develop that there was as free interchange of traffic 
now between the Chesapeake & Ohio and its connections as 
there would be if the property were merged with the Nickel 
Plate. Mr. Powell admitted that there would be no change as 
to free interchange of traffic, but pointed out benefits in the 
way of negotiations for the movement of freight, the placing 
of cars and conservation of time of the public on account of 
dealing with one system rather than with two or three different 
roads. Mr. Anderson’s questions indicated a belief on his part 
that the Chesapeake & Ohio, as a part of the unified Nickel 
Plate system, might lose advantages it now had with respect 
to interchange of traffic with other roads. Mr. Powell believed 
that the Pennsylvania, Baltimore & Ohio and the New York 
Central would maintain a friendly attitude toward the Chesa- 
peake & Ohio as a part of the Nickel Plate system. 

In his direct testimony, Mr. Powell said, in part: 


In common with other traffic officials, I have considered the 
question of desirable consolidations, alliances and affiliations, believ- 
ing that the prosperity of the Erie depended upon the variety of 
its traffic and the balance of tonnage east and west bound. My ex- 
perience has shown that no one railrodd can prosper solely on 
business which begins and ends on its own rails and without rela- 
tions with other carriers. 

First, because generally there is not sufficient volume and variety 
of traffic originating and ending on a single railroad, and even those 
railroads which are prosperous because of such natural resources as 
coal, ore, lumber, etc., must find a market in connection with other 
railroads, and not solely in connection with their own lines. 

Second, because traffic which originates and ends on a railroad 
requires that railroad to furnish all the equipment and to assume 
all the terminal charges at each end. To put it another way, my 
observation shows that a railroad must participate in the general 
development of the country in order to be prosperous. 

The proposed system will not enjoy any monopoly, but will be 
at all times in competition with three powerful systems, each one 
equipped with alternative routes or low-grade freight lines, neces- 
sitating on the part of the proposed system alternative routes to 
prevent congestion. I believe, therefore, that the proposed unified 
system will clearly comply with the section of the transportation act 
which requires that competition shall be preserved as fully as pos- 
sible, at the same time maintaining wherever practicable the existing 
routes and channels of trade and commerce. 

The proposed system also carries out the intent of the law, that 
there shall be improved service to the public through a greater num- 
ber of outlets for the traffic produced in the several sections of the 
country traversed by the proposed system. The proposed system 
also will continue to afford ample facilities for a free interchange of 
traffic with competing lines in all directions. 


John J. Bernet, president of the Nickel Plate, 


testified 
April 16. 


He discussed in detail economies that would be 
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effected by unification of the five properties and estimated that 
an annaul saving of $4,646,966 would result from the proposed 
unification. Some of the larger estimates of savings included 
in the total given were $1,131,558 on account of savings in 
accounting; $1,320,056 on account of diversion of C. & O. 
traffic, Russell, Ky., to Chicago, Ill., from Cincinnati gateway 
to the Columbus-Marion (Ohio) route; $392,000 on account of, 
increased utilization of freight car equipment at Chicago; 
$242,000 on account of reduction in locomotive assignments 
used in deliveries and interchange at Chicago. 

“It follows, therefore,” said Mr. Bernet, “that the proposed 
unification, in addition to being a logical railroad development, 
presents opportunity for economical and efficient operation and 
for serving the interests of the public to better advantage than 
is possible under separate operation.” 

The witness said there was one outstanding traffic weak- 
ness of the C. & O. and Hocking Valley and that was that 
they were so dependent on bituminous coal traffic, the market 
for which was beyond the lines of those carriers. He pointed 
out that the proposed unification would give the lines direct 
access to markets via the lines of the unified system. He said 
that, in 1924, 77 per cent of C. & O. traffic was coal traffic and 
that 79 per cent of Hocking Valley traffic was coal traffic in 
that year. 

E. C. Bailley, of New York, representing Hocking Valley 
dissenting stockholders, cross-examined Mr. Bernet, inquiring 
as to the shares of stock of each consistent company that had 
been voted in favor of the Nickel Plate plan. Mr. Colston said 
an exhibit filed with the Commission showed that out of a total 
of 561,184 shares of the ‘present Nickel Plate company, 412,549 
shares were voted in favor of the plan; and that no shares 
were voted against the plan; that in the case of the C. & O.,, 
holders of 506,542 shares voted for the plan and holders of 
152,818 shares voted against it; that in the case of the Hock- 
ing Valley, holders of 90,665 shares of stock voted in favor of 
the plan and that holders of 15,890 shares voted against the 
plan; that in the case of the Erie, more than two-thirds of the 
outstanding stock voted for the plan, and that in the case of 
the Pere Marquette the holders of 494,524 shares out of a total 
of 686,750 shares entitled to vote, approved the plan, and that 
no votes were cast against the plan. 

‘ 


RATES ON LIVESTOCK 


Rate and operating testimony was entered April 10 and 
11, at the continued hearing of the livestock cases, 15686, 
American National Livestock Association, 15113, Oklahoma City 
Livestock Exchange et al., and 16131, Healey and Company et 
al., against the Santa Fe, before Examiner Disque and C. D. 
Bee, of the Oklahoma commission, at Chicago. 

O. M. Harstad, for the Milwaukee, testified with regard 
to the cost of operating livestock trains over the line he rep- 
resented. He entered exhibits comparing the earnings and 
weight of livestock trains with those carrying dead freight, and 
also with mixed trains. His testimony went to show that the 
cost of operating livestock trains was higher than that of 
running the others. He also gave evidence with relation to 
the operation of yards and of running trains in and out of them. 

C. B. Casler, of the auditing department of the Santa Fe, 
entered statistics to show what the loss would amount to if 
the rates desired, which, he said, were about those of the 
1918 level, were applied to the 1923 traffic. The revenue loss 
of the Santa Fe, he said, would be about $2,700,000. He said 
there would also be a labor increase if such conditions pre- 
vailed and that would mean another added expense to the road. 

George R. Martin, vice-president of the Great Northern, 
made a general statement with relation to the improvements 
that line expects to make if adequate revenue becomes avail- 
able. He spoke of additional equipment and extension of track- 
age. However, if the cuts in the livestock rates were granted, 
he said, with the attendant decrease in revenues, there could 
not, of course, be any improvements made. 


O. T. Cull, for the C. M. & St. P., entered testimony this 
week with regard to the density of traffic, comparing the east 
and southeast with the west, tending to show that the density 
in the west was less. He entered exhibits of rate comparisons 
between livestock and butter, eggs and dressed poultry to show 
that livestock rates were reasonable. He also made compari- 
sons of the car-mile earnings on livestock with those of other 
commodities, tending to show that the revenue derived from 
livestock was not high. 

Robert Nash, for the St. L.-S. F., made comparisons of 
the short haul with the long haul rates, and also of the claims 
risks on the two hauls, with the intention of showing that, 
proportionately, the claim risk was as great on the short haul. 
A. Hernamy, assistant general auditor of the Rock Island, en- 
tered statistics concerned with showing the earnings of the 
road and on livestock. 

B. F. Marsh, for the Santa Fe, entered general testimony 
to justify the rates on livestock to the various markets, making 
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comparisons of the livestock rates with other commodities and 
for like hauls to show that the rates were reasonable. 

C. F. Balch, statistician, and A. F. Cleveland, assistant 
freight traffic manager of the C. & N. W., entered testimony 
with regard to the cost of operation on the North Western and 
with relation to the reasonableness of the rates on livestock. 
Mr. Balch’s exhibits showed the costs and revenues for the 
different divisions of the road and the return on livesock. The 
hearing at Chicago was completed April 16. Further hearing 
will be held at Texas points within the next week. 


RATE STRUCTURE INVESTIGATION 


The Trafic World Washington Bureau 


In a brief filed by E. H. Thornton, traffic manager of the 
Galveston Chamber of Commerce and the Galvestan Cotton Ex- 
change & Board of Trade, in No. 17000, the argument is advanced 
that the Commission, in considering the Hoch-Smith resolution, 
should treat the resolution as a part of section 500 of the trans- 
portation act which reads as follows: 


It is hereby declared to be the policy of Congress to promote, 
encourage and develop water transportation, service and facilities in 
connection with the commerce of the United States and to foster 
and preserve in full vigor both rail and water transportation. 


Mr. Thornton said the principal purpose in filing the brief 
was to bring before the federal and state commissions the neces- 
sity of grouping or equalizing the several Texas ports, to wit: 
Galveston, Texas City, Houston, Beaumont, Orange and Port 
Arthur, at the same or common rates on agriculture products 
and other traffic moving from and to Texas, Oklahoma, Arkansas, 
Louisiana, Kansas and other western and southwestern states 
tributary thereto. He said he desired to call attention to the 
fact that these Texas ports were located within a radius of 50 
miles of one another, thereby forming a natural and geograph- 
ical rate group; that these ports served the same territory of 
production and consumption, and that the same ocean rates were 
always quoted and applied alike to and from all Texas ports. 
Continuing, Mr. Thornton said: 


In several cases recently heard before the Interstate Commerce 
Commission as well as the Railroad Commission of Texas, repre- 
sentatives of interior shippers and shippers’ organizations have re- 
peatedly urged the grouping of Galveston, Texas City, Houston and 
other Texas ports at the same or common rates on traffic moving 
from and to points,in Texas and other southwestern states, beyond 
a short distance of Houston, the nearest port. We especially refer 
to the testimony of the interior shippers and shippers’ organizations 
as presented in I. C. C., Docket 15159, Galveston Commercial Associa- 
tion, et al., vs. Abilene and Southern Railroad Company, et al., in- 
volving export rates on cotton seed cake and meal from points in 
Texas to Galveston, Texas City, and Houston; I. C. C. Docket 
13535 and related cases, involving rates in general on classes and 
many commodities moving to, from and between points in Texas 
and the southwestern territory; I. C. C. docket 14150, et al. (es- 
pecially the oral argument), involving the general readjustment of 
rates on cotton seed products throughout the southwester nterri- 
tory; Railroad Commission of Texas hearing, No. 2235, involving 
readjustment of the rates on cotton and cotton linters moving be- 
tween points in Texas. All of these cases are still pending. 

The testimony of these witnesses representing the interior ship- 
pers and shippers’ organizations who appeared in the foregoing cases 
in convincing that the interior shippers generally in this southwest- 
ern territory are strongly in favor of having all of these Texas ports 
grouped at the same rates on agriculture products as well as other 
commodities seeking an outlet and an inlet through said ports. 


Mr. Thornton said that encouraging the competition be- 
tween the several Texas ports tended to increase the efficiency 
of handling agriculture products and other traffic at such ports, 
all of which would guarantee prompt release of railroad equip- 
ment at the ports at the time when such equipment was most 
needed by the agricultural producers and shippers. He said 
the grouping of the Texas ports at the same rates would guar- 
antee the free and unrestricted movement of agricultural prod- 
ucts to the world markets at the time when such markets were 


most active and the highest prices were being offered for such 
commodities. 


In conclusion Mr. Thornton said, in part: 


By grouping these several Texas ports at the same rate on agri- 
culture products and other commodities beyond a short distance from 
Houston, Texas, the nearest port, will give the agriculture pro- 
ducers and shippers of the southwest more than one port outlet or 
gateway to the foreign markets, all of which are essential to the 
maintenance of an adequate system of transportation and the proper 
development of the country as a whole, as required under the joint 
resolution of the Sixty-eighth Congress. 


What we have had to say in this brief should be given earnest 
and careful consideration by the Interstate Commerce Commission 
as well as the Railroad Commission of Texas in arriving at a final 
decision in the several cases mentioned herein, which are now pend- 
ing before these two commissions; also in the general investigation 
being conducted under the joint resolution of Congress. 


Mr. Thornton said he did not believe it was necessary to 
reopen any of the cases cited in the brief, as the testimony in- 
troduced therein was sufficient to support the additional argu- 
ment advanced in the brief in favor of the grouping or equal- 
ization of the several Texas ports. 
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THE TRAFFIC WORLD 


Industrial Traffic Departments 


Thirteenth of a Series of Thirty Articles on the Organization and Management of Industrial and 
Commercial Traffic Departments, Written for The Traffic World by G. Lloyd Wilson, A. B., 
M. A., Instructor in Commerce and Transportation, University of Pennsylvania 


The problem of traffic management in the retail store busi- 
ness has its special features that distinguish it from the prob- 
lems of other lines of business. In the first place, the diversity 
of the inbound traffic requires that the attention of the traffic 
department be given to the classification ratings and rates ap- 
plying on a great number of articles from pins to pianos and from 
tacks to trunks. Especially is this true of retail department 
stores that buy and sell thousands of commodities ranging from 
articles weighing from a fraction of an ounce apiece to thou- 
sands of pounds, shipped in all sorts of containers by parcel 
post, express, motor truck less carload and carload freight serv- 
ice and by steamships. 

A second peculiarity of the problem arises out of the fact 
that goods are drawn from all sections of the country and even 
of the world. Large retailers bring cotton piece goods from 
the South and from New England, furniture from Michigan, 
leather goods from New York and other eastern states, rugs 
from New England and Pennsylvania and from the Orient, men’s 


. houses. 


required to attend to the delivery of packages of customers who 
wish their goods sent to their homes in the city or in the sur- 
rounding suburbs. This system of local delivery of small quan- 
tities of merchandise requires the establishment and control of 
a large organization of package sorters, route clerks, drivers, 
chauffeurs, and helpers, and a garage force of mechanics, wash- 
ers, time clerks, supply men, watchmen, and others. In some 
large retail department store organizations the practice is fol- 
lowed of sending large trucks loaded with full cargoes of pack- 
ages for certain outlying sections of the city to district ware- 
Here the headquarters of a number of suburban and 
semi-suburban routes are located. The trucks from the central 
store are unloaded and ‘reloaded on trucks serving the various 
routes operating from the warehouses. Such sub-depots are in 
charge of local warehouse or delivery superintendents who are 
responsible to the head of the general delivery department. 

A fifth general traffic or transportation problem of the large 
retail store is the control of traffic to and from,the warehouses 


TYPICAL LARGE RETAIL STORE TRAFFIC DEPARTMENT. 


od General Manager 


Local Delivery Superintendent 
Local Warehouse 
Foreman Foreman 


om 


Time Claim 
Clerks Clerk 


Materia 
Clerks 
Delivery 
Sheet Writers 


Route Clerks 


clothing from the eastern seaboard cities and from London, 
women’s clothing from the east and from Paris, and canned 
goods from the Pacific slope and from the eastern seaboard 
states. Great care must be exercised by the traffic department 
to see that these goods are transported economically from these 
regions to the store. 

A third distinguishing characteristic of the retailers’ prob- 
lem is the preponderance of inbound tonnage as compared with 
outbound. Goods are moved in over all the available instru- 
mentalities of transportation to a common point, the store. 
From the store the goods are sold in comparatively small quan- 
tities to individual buyers, many of whom carry their smaller 
purchases away with them. The outbound rail, water, and 
express traffic of retail stores consists, for the most part, of 
returned or refused goods and shipments to out-of-town cus- 
tomers. A number of large department stores, it is true, con- 
duct a considerable mail order business which tends to increase 
this outward tonnage greatly. In such cases the retail store 
ceases to be a retail organization, in the strict sense of the word, 
and becomes a mail order business, and the traffic department 
assumes all the manifold duties common to the traffic depart- 
ments of such enterprises. 

Another peculiar problem of the retail store is that of local 
delivery management. Fleets of motor trucks and teams are 
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used to store the large stock of goods that must be kept on 
hand so as to be readily available to replenish the stocks of 
goods as they are depleted by sales at the store. Carload quan- 
tities of freight must be brought into the warehouses, received, 
accounted for, turned over to the stock department, and then re- 
forwarded from the warehouse to the store or directly to the 
local warehouses for delivery to customers or shipped by rail- 
road freight, express, steamship line, or motor service to out- 
of-town customers. 

Warehouses of this sort are usually located at a distance 
from the store so that connections may be had with the tracks of 
a railroad company. The stores are usually located in the down 
town shopping district where railroad connections are impos- 
sible, so the advantages of direct track connections at the ware- 
house can only be had, as a rule, at the cost of dividing the 
organization between the store and the warehouses. 

Duties of the Retail Store Traffic Department 

Perplexing as these administrative problems are, the advan- 
tages of concentrating the responsibility for all the store’s traffic 
and transportation duties in one department head are quite 
generally felt to be advantageous. A. C. Albee, formerly traffic 
manager of the Strawbridge and Clothier Store, Philadelphia, 
and now traffic manager of the Traffic Group of the National 
Retail Dry Goods Association, suggests eight outstanding gen- 
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eral duties of the retail store traffic manager. These duties have 
come to be generally recognized as functions that belong prop- 
erly to the traffic department: 


1. The routing of all incoming and outgoing shipments. 
2. The quotation of all freight, express, and other transporta- 
tion rates and charges. 


8. The auditing of all bills for transportation services. 
4. 


. 
The preparation, presentation, and collection of all claims for 
loss, damage, and overcharge. 


The determination of packing specifications and the super- 
vision of all packing, in so far as the costs of transportation or the 
safety of the shipments in transit may be involved. 

The control of all freight services and privileges. _ 

7. The complete control and supervision of the receiving and 
shipping departments, : 

8. The complete supervision and control of any and all expenses 
connected with the transportation and handling of merchandise on 
the shipping and receiving floors, including the control of methods 
of handling, trucking to and from railroad, freight stations, and 
steamship piers, steamship carriage, motor truck transportation, 
excepting local delivery, loading and unloading of cars on public team 
track and private sidings, and other similar services. (1) 

To this list may be added the following list of duties, some 
of which are implied in the list above and some of which are 
not: 

9. The tracing of overdue inbound shipments and of outbound 
es ae for customers. 


. The expediting of the movement of inbound traffic to the 
store and warehouses and of shipments to customers. 

11. Supervision of express service and rates. 

12. Preparation of all shipping documents. 


(1)—Albee, A. C., Timely Lines on Traffic, Volume IV, No. 2, 
Re eee July, 1924. 


b he study of rate structures and classification rates and the 
analysis of such rates and ratings with those paid by competitors. 

14. Preparation and presentation of cases before committees of 
the carriers, classification committees, and state and federal regu- 
latory commissions. 


Representation of the firm in committee of local commercial 


bodies, local and national trade associations and shippers’ regional 
advisory boards. 


. Co-operation with buyers to assist in the selection of sources 
of supp! 


y. 
17. Consolidation of inbound L. C. L. shipments in car lots. 


18. If not control, at least co-operation, with the superintendent 
in charge of local delivery service. 


9. Assisting the general store manager in routing goods through 
the store so as to eliminate wasted effort in moving goods from the 
store room to the outward delivery platform. 


This list of functions is not intended to be exhaustive, but 
an indication of the more important duties that devolve on the 
traffic department of a retail house. The recognition of the 
extensive responsibility of stores’ traffic departments is attested 
in the address of Chester C. Kaskell, controller of Stix, Baer 
and Fuller, of St. Louis, before the fifth annual convention of 
the Traffic Group of the National Retail Dry Goods Association 
at St. Louis in October, 1924. Said Mr. Kaskell to the store 
traffic managers met to study important store problems: 


We know better than any one * * * the thing that has made 
the retail system depend for its successful operation more largely 
upon the traffic division than any other branch of the business be- 
cause the traffic manager of today is an executive whose functions 
is not alone to care for the routing, quick transportation and receipt 
of merchandise in bulk, but one who accounts for every item of 
merchandise, who says to the accounts payable department, ‘‘Pay 
for this merchandise,”” and to the retail inventory section, ‘This 
merchandise is retailed the way the invoice was retailed by the 
buyer. The merchandise has been accurately checked and marked so 
that there will be no stock shortages except those due to things 
over which we have no control.” * * * All the efforts to con- 
trol and bring into being a profit that does not exist would be for 
naught were not the traffic manager an executive of the highest 
type, one who not alone knows transportation, checking and mark- 


ing of merchandise, but accounts, statistics, and the retail inventory 
method as well. (7) 


Typical Traffic Department Organization 


As in other branches of industry, traffic departments in re- 
tail business organizations vary considerably in personnel, 
equipment, and in the scope of their duties. Each store has 
its own peculiar problems that affect the precise way in which 
a traffic department functions. The location of the store and 
its subsidiary warehouses, the nature of the goods dealt in, 
the character of the service offered its customers, and the poliey 
of the store management, play so great a part in shaping the 
organization and in determining its functioning, that generaliza- 
tions are difficult. The caliber and training of the head of the 
traffic department and of his subordinates must also be con- 
sidered in deciding what duties are to be assigned to the traffic 
department and how they are to be performed. 

The organization chart shown herewith is selected because 
it represents a typical traffic department of a large retail store, 
performing a comprehensive list of traffic and transportation 
functions. 

(2)—Kaskell, C. C., ‘‘The Value of a Traffic to the Retail Store,” 
Timely Lines on Traffic, Vol. IV, No. 4, New York, November, 1924. 

Division of Duties in a Typical Organization 


In this typical department, the traffic manager reports to a 
high executive officer, the general manager of the store, who 
has jurisdiction over the work of all of the principal department 
heads. The traffic manager is assured by this close connection 
with the management of the company of sympathetic super- 
vision of the work of his department. The executive head who 
co-ordinates the activities of all of the departments of the store 
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can see more clearly and appreciate more readily the sugges- 
tions of the traffic manager in cconnection with the regulation 
and control of the flow of business through the store than can 
a purchasing, sales, or financial worker, who, by the very nature 
of his position and his training, is apt to look at the work of 
the traffic department from the point of view of a specialist 
in another field. Such officials are apt to insist that the traffic 
department concentrate its attention on the functions most 
closely connected with their specialities at the expense, perhaps, 
of important fields of service in other directions. 

An assistant traffic manager attends to the direct super- 
vision of the work of the rate, route, claim, and bill of lading 
clerks, and acts as the chief clerk or office manager of the de- 
partment. The stenographers, file clerks, and general office 
clerical workers are directly under his supervision, and he is 
directly responsible to his superior for the results of the work 
of these employes. 

A claim clerk attends to the investigation of all loss and 
damage and prepares the papers and collects the documents to 
be used in presenting claims for loss, damage, or overcharge 


_ against railroad, steamship, express, and motor carriers—in 


fact, the entire responsibility for the collection of all claims, 
except those collected from insurance companies, is centered 
in the man in charge of this desk. 

A rate clerk or rate desk attends to the obtaining of rate 
information from the carriers and the dissemination of this data 
to other departments Tariffs of the carriers are collected and 
filed for reference under his supervision. Rate tabulations for 
ready reference, rate studies, and analyses are prepared from 
time to time by the rate desk. Packing specifications, designed 
to make savings in rates possible, are suggested to the traffic 
manager for his approval, rates are arranged for special services 
or privileges, express and motor transportation rates are ob- 
tained, quoted, and analyzed, and assistance is rendered the 
tariff manager in selecting routes and the preparation of rate 
cases before committees and commissions. 

The senior rate clerk supervises the work of the freight 
bill auditors. These men check all bills received from trans- 
portation companies for accuracy as to rates, weights, and ex- 
tensions. Bills in which errors are found are referred to the 
trade desk, so that the rate information may be verified, and 
from here are passed to the claim desk so that the overcharge 
may be recovered from the carrier. 

Express and parcel post rate matters are attended to by 
a clerk specializing in this branch of rate work. This clerk also 
audits the express bills for inbound shipments and, occasionally, 
for customers. 

A bill of lading clerk prepares all shipping documents cov- 
ing outward railroad, steamship, express, and motor truck ship- 
ments, and attends to the expediting and tracing of inbound and 
outbound shipments. 

A full receiving room organization, consisting of a super- 
intendent, checkers, invoice clerks, truckers, and other handlers, 
is set up to attend to all details connected with receiving incom- 
ing carload and less carload freight from the time it is received 
in cars at the siding at the warsehouse, team, tracks, or freight 
stations, until it is turned over to the stock departments. 

A shipper or shipping foreman, assisted by markers, weigh- 
ers, truckers, and other manual and clerical workers, attends 


to all outbound traffic from the stock room to cars or outbound 
freight depots. 


The traffic manager has complete control over and assumes 
full responsibility for the work of these two important sub- 


departments. Part of each organization is stationed at the 
warehouse and part at the store. 


In this typical organization the traffic department does not 
have jurisdiction over the local delivery service. A _ superin- 
tendent of local delivery, reporting to the general manager, is 
in charge of this work. He is assisted by local warehouse fore- 
men, stationed at the outlying delivery depots, referred to pre- 
viously, and by a garage foreman in charge of the maintenance 
and storage of the delivery trucks. A force of route clerks, 
package sorters, and delivery sheet clerks or writers is engaged 
in the preparation of goods for delivery to the drivers for de- 
livery to the sub-depots or directly to the purchasers. 

Each sub-depot or delivery headquarters has its own force 
of chauffeurs and helpers to man the trucks operating over 
routes radiating from each depot and whatever labor and clerical 
force is required by the volume of business. Very often, trucks 
are put-up for the night and refueled and tuned up here, so that 
daily trips to the general garage are unnecessary. The garage 
foreman is assisted by mechanics, time clerks, watchmen, labor- 
ers, and material clerks in caring for the trucks and truck forces 
of the organization. Although the traffic manager may not have 
actual jurisdiction over local delivery, in many instances, as in 
this typical organization, he is called upon to assist in the ad- 
ministration of the service and can be of great service to his 
company in this capacity. Local delivery is a traffic as well as 
an operating problem and is generally recognized as such. When 
both the traffic manager and the delivery superintendent report 
directly to the general manager or other responsible executive 
head of the business, their duties and spheres of activity may 
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be so well coordinated that each department can render its 
maximum service to the company. The work of the chauffeurs 
and helpers on the store’s trucks in hauling goods from the 
railroad stations and steamship docks and the delivery of goods 
to these depots is closely supervised by the traffic manager so 
that proper care may be taken in receipting for shipments and 
having shipping papers properly executed by the carriers’ agents. 


Relations Between the Store Traffic Manager and the 
Management 


The managements of the leading American retail sales 
organizations have come to appreciate that well organized and 
equipped traffic departments can save many financial leaks and 
prevent service losses that have troubled them in the past. 
Leading retail store traffic managers have pointed out to the 
executive heads of their concerns wasteful methods and extrava- 
gant practices that have resulted in unnecessary losses in time, 
effort, and money. Gradually, these leaders in the field have 
extended the scope of the work of the traffic department and 
have set up well manned and equipped organizations to supervise 
all phases of their transportation work. The fact that the 
transportation problems of the store were serious problems in- 
volving heavy preventable losses was impressed upon retail 
merchants in graphic manner during and after the World War. 
Goods were stalled in traffic jams, orders haa to be placed far 
ahead of the time needed, in a time when prices were constantly 
fluctuating, merchandise was often lost, delayed, or damaged in 
transit, and the flow of inbound traffic generally disordered. 

In this emergency many retail traffic managers demon- 
strated by performance their real value to their concerns. The 
fact was impressed on the retail business that the services per- 
formed by traffic departments in times of abnormal transporta- 
tion difficulties should be continued in normal times. As a re- 
sult, many new traffic departments have been organized in retail 
stores and old departments have been expanded, in many in- 
stances. This marks a significant step forward in traffic man- 
agement, for the retail store field was one of the least developed 
branches of traffic management. A. C. Albee of the National 
Retail Dry Goods Association, quoted previously, has this to say 
in this connection: 


It is true that traffic management and all that it represents has 
not been fully appreciated or even understood by the executives of 
many of the large retail stores. The executive heads have not had the 
time or inclination in many cases, to go into the technique of traffic 
management, and the details of its problems. * * * ey are not 
only willing but eager to learn ways and means of improving the 
service of their stores and lower their costs of distribution. (*) 


Mr. Albee goes on to say that, in transportation matters, 
traffic managers are “the eyes of the management.” Specifically 
charged with buying transportation for their stores, it is the 
duty of the traffic managers to see that the money so spent is 


spent wisely “to see that the store gets the best possible service 
at the lowest cost.” (3) 


(*) “Timely Lines on Traffic.” Volume IV, No. 2, July 1924. 


CANADIAN EXCHANGE RATE 


The rate of exchange for the period from April 15th to the 
30th will be one-sixteentth of one per cent. There will be no 
surcharge on international freight or passenger business. 





WHEAT REDUCTION APPLICATIONS 


Applications for the lowering of freight rates on wheat 
and flour from local points to New—Yerk, and on grain milled 
in transit to the seaboard, will be submitted to the Dominion 
Board of Railway Commissioners when they meet at Ottawa 
on April 21, by the Dominion Millers’ Association. The appli- 
cants contend there is discrimination in freight rates in favor 
of United States lake ports, to the extent of five cents on a 
barrel of flour, rates from Ontario points being that much 
higher than from corresponding American ports. 


CANADIAN RAILWAY EMPLOYMENT 


A comparison of employment on the two Canadian railway 
systems is made in answer to a series of questions made in 
the House of Commons. There are on the 20,523 miles of Cana- 
dian National Railways, 87,213 employes and on the 13,784 miles 
of Canadian Pacific Railway 57,471 employes. The average per 


hundred miles is 425 on the Canadian National and 416 on the 
Canadian Pacific. 


CANADIAN CAR LOADINGS 


The Trafic World Ottawa Bureau 


Car loadings in Canada for the week ended April 4 aggre- 
gated 51,398 cars, a decrease from the previous week of 1,125 
cars. Grain loading showed an increase in the eastern division, 
but fell off in the west, there being a net loss of 663 cars. 
Pulpwood declined 859 cars; pulp and paper and other forest 
Products also decreased. Merchandise was heavier in the east 
by 419 cars and in the west by 497 cars. Compared with the 
corresponding week last year, the total loadings showed a de- 
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crease of 824 cars, grain being heavier by 686 cars, merchandise 
by 1,000 cars, and miscellaneous freight by 364 cars, but lumber, 
pulpwood and other forest products showed decreases. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS . 
EASTERN CANADA 
e—For the Week Ended—, 




































































Apr. Mar. 28 Apr. 5 
Commodity 1925 1925 1924 
Grain and Grain Products..... eeseeseees ee 2,157 1,799 
eS eer coveseves L100 1,108 1,184 
MIN: 0056-4 04.0055ehb009b00ensseeaeesewoenrs 1,342 2,513 
TEL Wintwsnt00sdsceeeaweus vee cewewaniosences 22 1 218 
en ee 2,738 2,840 
Serre ke ere 3,488 3,642 
eR. By Oe 1,999 1,841 
Other Forest Products 1,563 1,203 
CES hiccawcten cb keuned:seen wen edebcuee 602 583 
SS SS ae ee er 11,715 11,617 
Miscellaneous ......cccccccccccccccccvcce 8,834 8,912 
Total Cars Loaded........ pewewewnsces 35,768 35,777 36,352 
Total Cars Rec’d from Connections... 31,427 31,943 31,955 
WESTERN CANADA 
Grain and Grain Products 3,695 4,793 3,802 
free gat . 1/309 1/304 1/190 
CEE Netecs<<5eeaesies en ,004 1,289 1,488 
DE dcsiccnsseeehewen son wesinane we eaeue es 47 39 31 
EA o.0c:0.0si0ee 66.00.06 000600996.608-46000% 850 862 983 
IN cnlataiiisiecewbai mo xpe ues suneewe 275 304 157 
OS ee eer er 124 131 107 
Other Forest Products... .cccccevcceceoe 1,330 1,519 1,877 
PD ices Ccumnee ere sau wees + eevesewisoniee 526 517 518 
Misvomaemeine, Fa) G.. Davccccccccccesceccvece 4,188 3,691 3,705 
IED estiinisis Shi Hin snebene cateme 2,282 2,297 2,012 
Total Care LOaded.....ccccscceereee +. 15,630 16,746 15,870 
Total Cars Rec’d from Connections... 2,478 2,592 2,865 
TOTAL FOR CANADA 
Grain and Grain Products........cceceees 6,287 6,950 5,601 
Live StOck....ccocccccescvcccescoes eocccccce 2,494 2,412 2,374 
2” SE AES ee see 2,465 2,631 4,001 
CE 0 oin 40.6. sb wees herent oeedoewrerene ees wes 275 270 249 
EE oc0.c5kaseecedoet stan bieeeweeeous 3,514 3,600 3,823 
PEE scvnanwerseues<ctwenmeweeee ecccece 2,933 3,792 3,799 
is 4 aaa ee ee 1,993 2,130 1,948 
Other Forest Products... cccccessccccoces »548 3,082 3,080 
PD 6.0:00: 66-00. 6.0.0.0:66:0:050 0 00004660 66 8c Cee OCS 1,279 1,119 1,101 
BEOPONNIER,. Ea (Cy. Bits. 6000:0:0:0:9:000650060000 16,322 15,406 15,322 
re roe + 11,288 11,131 10,924 
Total Cans DOG wis oiciccvcsccsoccesies 61,398 52,523 52,222 
Total Cars Rec’d from Connections... 33,905 34,535 34,820 
CUMULATIVE TOTALS TO DATE 
1925 1924 
Grain and Grain Products 90,673 110,026 
oO”... Eee 31,750 156 
_ aS ee 71,251 68,410 
CL di6 6a enewesskcqeeeneseeewes 4,408 69 
EEE shicwewalen oe wkescnesweednesua ese wn 41,017 46,247 
PUG WEE o.o0:0:0:0:6: 00101000 60000906 e600 ceeceees 55,623 56,186 
x. t. k. eer ere 29,633 30,293 
— CNS. asd 6eeiccenskceee 45,369 43,777 
TE wccccccccccccsccceccccccccceceoeese eeeces 16, 1 ’ 

Po ee ee ee ree 196878 1307349 
Miscellane@Ous ..cccvesccccccccccccccccces ° 140,115 146,175 
Total Cars Loaded.......sssssceeseces 723,087 728,526 
Total Cars Rec’d from Connections.. “467,168 489,063 


SOUTH AFRICAN STEAMSHIP SUBSIDY 


The government subsidy to the Canada South Africa Steam- 
ship Line will be cut this year from $125,000 to $100,000. Traf- 
fic carried by this line to South Africa during the last four 
calendar years amounted to $20,007,483 from Canadian ports 
and $3,795,398 from United States ports. 


CANADIAN TRAFFIC REPORTS 


Following is the traffic report of the railways of Canada 
for January, 1925: 


COMPARATIVE SUMMARY TOTAL FREIGHT LOADED AND 
RECEIVED FROM CONNECTIONS 


Jan., 1925 Jan., 1924 Dec., 1924 
Provinces Tons Tons Tons 
Prince Edward Island........... 5,490 5,469 8,43 
Nove Botta ...cccoccccccccccces 380,285 295,836 361,698 
Now Brunswick .ccccscccccvess 244,646 249,735 208,401 
I iscccesccneedeweben es 4<9 1,076,761 1,079,688 1,082,452 
Ontario ..cccccccee paved aebmeae 3,599,453 3,556,456 3,575,126 
Manitoba ........ ¥iUwe ete Tedadew 65,812 07,792 415,975 
BOSEAREROWED 260 ccccccvcevccess 299,794 441,157 542,460 
pO Ee ee een 860,584 1,024,349 882,114 
Britigh ColmmMbvin: csccccccccccccs 390,907 380,750 443 
Total for Canada........... 7,223,732 7,341,232 7,397,100 
Products 
DEE. CNG R REINS 50 Sen OS 1,559,415 2,054,420 2,051,532 
PNT dicn'scndlsdesacneGnesee 276,21 269,552 289,229 
DY .ctiubaecc<cabbdied cua eee 2,525,720 2,335,274 2,575,899 
PRUNE covcicceseccees eC 1,120,287 2,657 
Manufacture and Miscellaneous. 1,615,054 1,561,699 1,577,783 
CPU TO i 65.0-0:5 05500056 7,223,732 7,341,232 7,397,100 
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REVENUE FREIGHT CARRIED BY CANADIAN RAILWAYS DURING THE MONTH OF JAN., 1925 
AGRICULTURAL PRODUCTS 
Originated ua Tr 
Received m—Total Freight Originated. -—— Terminated ——_, plicati 
Loaded from Foreign Unloaded eliv- ene 
at Sta- Connections Destined to Increase at Sta. ered to fer 
tions in Canadian Foreign For Over tions in Foreign chang' 
Canada Points —_— Month Bi —— Conneetions the C 
iti ons ons ons 
en. asammatene py wie 22,220 621,286 #355,977 461,436 186,708 the a 
Rate Soa aieaathd, A atc 6,015 16,205 40,805 63,023 *16,589 18,281 42,254 the C 
eet soemupaseapnasaaney 112,989 3,434 30,869 147,292 *60,263 97,084 41,431 tion 1 
 Dtueeane ners. ropednntavee ne 65,519 829 4,252 70, 600 ,302 8,886 26,742 +0, 
EME i uhenetindeh so xaneichonkiaa dan 3,257 103 4,597 17,957 7,398 7,419 16,654 ron 
RSS eeeettrete ae Hiatt aa Be te ae 
ate alematoaa ane , 439 5,97 J ; 
Other’ Grae. 0 I 1b5;811 2,123 41,960 199.894 #557404 32/248 128°371 = = 
Other Mill Products............. 0,64 4,330 41,532 136,502 *13,276 72,107 67,336 prov 
TIAY GNA BULAW....0. 0 ccccce cece 2,91 ‘ eas rae iar Marg rg oh 33.088 shall 
nth ee Nee eaecewecadueewss 823 . ’ ’ ’ . - 
a a 21,675 946 2;886 25,507 761228 4,936 20,507 4 hes 
Other Fruit (fresh)... 1,546 9,678 4,511 15,735 11,057 10,088 4,601 the [I 
NINE cle arin Ga wnee<écexceee 35,776 2383 gtd 3y's34 von wit eon the | 
Other Fresh Vegetables......... 16,894 ° ’ , ui 
Other Agricultural Products.... 23,257 11,045 22,692 56,994 8,786 mete _iatt one aa 
REN rae ge PRAM Si SR 1,241,957 59,347 258,111 1,559,415 *495,005 911,080 673,756 com] 
was 
, as 0 #2,636 6,429 225 was 
ON a talaiiaed ca scare euncwesians 5,554 19 167 5,74 ’ 
Cattle and Calves...00000 00000 52,836 120 2,381 55,337 *3,319 47,521 7,058 not 
SD ih anes-owe i bets ax eas GA he aac 2,172 26 »489 4,687 1,071 1,667 2705 scril 
NE thd utictiicn a dnbarn ka Ge Mere qe-aie we 46,698 26 4,486 51,210 15,121 46,406 5,382 to ] 
Dressed Meats (fresh).......... »845 1,000 36,956 6,801 *§,402 7,561 38,930 a ' 
Dressed Meats (cured or salted) 8,155 6,605 12,958 27,718 0079 2,952 25,882 
Poult Packing House Preducts. aoe 2,373 ae ern mga ys we the 
DE intewnewn Cocccccccccece ecoce ’ ’ ° ’ J 
aisha ehh dielaarsraein i cieieiee 474 210 3,824 6,508 1,323 601 5,938 
Butter Sere 4,551 679 9,078 14,308 3,148 1,894 11,674 the 
Sei dee a citernesan eee 364 1,053 2,103 win = 6, pot ao wit 
Hides GRE TOG eo vc ccc vccccss 7,906 2,3 ’ ’ ’ inv 
Other Animal Products. ee: 3,961 1,061 3,790 8,812 *1,140 2,546 5,421 a 
NE hoa udawcrbacwenndseeetccs 147,416 15,511 113,286 276,213 6,661 129,929 145,508 
see jae *34,341 333,823 108,446 
DO | 23,678 352,733 84,567 460,978 ’ , ’ 2 
Bituminous Coal.. 909,857 556,444 14,622 1,480,823 174,315 1,372,969 64,487 Mi 
Lignite Coal.... 56,572 points ein 56,572 *1,76 — ° * ieee Ne 
Mos bed iatde doin naowdavieea 24,456 80,616 760 105,832 37,912 94,203 4,872 18 
eee 122 607 61 790 1,381 345 254 . 
Other Ores and Concentrates.. 205,502 10,388 2,600 218,490 44,720 186,257 17,807 th 
Base Bullion and Matte........ See 505 8,7 1,853 4,947 213 ac 
Clay, Gravel, Sand, Stone (crsh.) 63,743 20,781 19,516 104,040 *13,768 72,107 25,725 - 
Slate—Dimension or Block Stone 7,289 95 i 17,340 *4,338 7,864 457 
Crude Petroleum... ......ccsccees 1,938 17,315 19,290 *8,824 25,935 37 th 
PES Seivicecesiescucssenes 1,873 846 378 3,097 267 1,904 568 hi 
I sah Ghat Goa biases dies oe weve ‘ 8,290 5,737 6,758 20,785 1,790 13,114 6,758 
Other Mine Products........... 24,427 1,903 2,637 28,967 ©2,292 4,086 24,536 
cintieiiaiiee ieieaticletciera sdhinciteataaie decease essed eit 8 
IEE diet dnkuetcucucecdokone - 1,335,958 1,048,327 141,435 2,525,720 190,446 2,170,498 265,160 0 
FOREST PRODUCTS 
Logs, Posts, Poles, Cordwood... ae 051 590 88. 297,524 16, ja 250,284 29,265 0 
PD iindd awash emicen daeiesaiecne ecce 4,605 276 5,331 3,471 674 $ 
Co, ee ora ‘ 453, 322 471 888 454,681 6s 367 252,717 216,199 ‘ 
Lumber, Timber "Box Shooks- 
Staves, po” eee amet 366,276 18,275 60,717 445,268 44,522 215,261 221,586 é 
Other Forest Products......... e 36,017 4,021 4,488 44,526 2,080 34,393 ,032 ‘ 
MPEEUE -biwnneunindaioneewnnees 1,150,271 23,633 73,426 1,247,330 127,043 756,126 476,756 ) 
MANUFACTURES AND MISCELLANEOUS 
Refined Petroleum and its prods. 56,844 38,621 8,948 104,413 8,021 82,144 11,437 
ES 5 arabenes aiuhaita Wlae wuier@ eresd- a eave are é 21,375 10,15 17,560 49,085 *3,779 30,072 18,270 
iven, DIE GNA DICOM. .. cccccccces 13,717 3,238 ,056 22,011 *21,243 16,614 5,141 
Rails and Fastenings............ ,031 5,984 783 9,798 *14, 135 2,145 1,633 
Bar and Sheet Iron—Structural : 
Iron and Iron Pipe.......... 8,561 26,803 32,536 87,900 106 45,912 37,360 
Castings, Machinery and Boilers 10,754 ,175 17,182 33,111 $3, 16,229 »b41 
rr ere 476 73 508 21,057 *1,360 14,040 960 
Brick and Artificial Stone...... ,296 8,285 2,380 3,961 *3,714 30,853 3,690 
SAMS GME PISS? ..cccceccccvcce 17,992 1,218 1,546 20,756 *1,957 20,416 2,251 
Sewer Pipe and Drain Tile..... 4,415 556 359 5,33 590 ,008 452 
Agricultural Implements — 
Vehciles other than Autos. 4,705 926 7,966 13,597 @ * 788 3,602 12,662 
Automobiles and Auto Trucks.. 10,036 5,931 67,813 83,780 *3,869 10,581 ,714 
FROUBEROIG GOOES. ...cccccccceces 3,828 460 379 ,667 70 3,792 507 
SMI. 00 6:0-d slack Gdiece)é-Kic ole 016-60 2,831 76 3,050 5,957 403 2,865 3,316 
Liquor Beverages.............e6 10,946 628 747 12,321 *2,084 12,976 1,401 
Fertilizers, all kinds............ . 19,689 453 221 20,363 3,309 8,974 10,851 
Paper, pinted Matter, Books.. 107,614 2,215 33,883 143,712 784 21,419 117,589 
TEN. cca odvicienee sa wees 126,837 1,332 10,387 138,556 29,384 32,646 99,254 
Fish (fresh, frozen, cured, etc.). 11,376 323 926 12,625 65 5,446 7,445 
oi 2} OC eee ae 67 18 302 30 629 66 
Canned Goods (all canned Food 
Products other than Meat).. 10,796 1,204 12,571 24,571 2,016 7,508 15,675 
Other Manufactures & Miscel.. 270,864 49,353 185,918 506, 135 48,680 255,761 261,692 
ae ee 75,38 16,723 68,935 261, 046 19,244 195,703 63,936 
EES Gabo ors sca BE ane meme are ° 955,588 179,794 479,672 1,615,054 *53,355 824,315 769,843 
GRAND TOTAL......... eee 4,831,190 1,326,612 1,065,930 7,223,732 *117,500 4,791,948 2,331,023 
RATIOS OF COMMODITY GROUP TOTALS TO TOTAL FREIGHT CARRIED DURING MONTH (Per Cent) 
-Received from Foreign Connections— 
Total Loaded at —Destined to— Unloaded at Delivered to 
: Freight Stas. in Canadian Foreign Stas. in Foreign 
Commodity Carried Canada Points Points Total Canada Connections 
NEE aia, Su Grohe deste aians-paiehnuatvleien & aoe Oo ame 21.59 17.19 -82 3.57 4.39 12.61 eo 
a aiacta dude se ctwe wun Frelneside baeh ods eens 3.83 2.04 -21 1.57 1.78 1.80 2.01 
: Os REE S 2S ae ne eS he ae ae 34.95 18.50 14.51 1.96 16.47 30.05 3.67 
I ee ee Seen 17.27 15.92 -33 1.02 1.35 10.47 6.60 
Manufactures and Miscellaneous................ 22.36 13.23 2.49 6.64 9.13 11.41 10.66 
ei nuruin aieleia- oa es whic oenloten. oe tles.2 wie’ - 100.00 66.88 18.36 14.76 33.12 66.34 32.27 
* Decrease. 
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EXCHANGE RATE REFUND 


The Trafic World Ottawa Bureau 


The Board of Railway .Commissioners has refused the ap 
plication of G. R. Geary, K. C., Toronto, for a rebate of dif- 
ference between the actual rate of exchange and-par of ex- 
change by the Canadian National Railways on a shipment from 
the Canadian Shipping Brokers, Limited, London, England, to 
the applicant’s address at Toronto. By their bill of lading 
the Canadian National contracted to carry the freight in ques- 
tion from London to the port of Montreal and thence to To- 
ronto. This through bill of lading on its face is expressed to 
be “subject to all conditions of ocean bill of lading.” A form 
of ocean bill of lading filed with the board contains a clause 
providing that if the freight is paid at the port of delivery it 
shall be calculated at the rate of 4.86 to the pound sterling. 
It was at the option of the shipper to pay these charges at 
the port of shipment, or at the port of delivery and, exercising 
the latter choice, the applicant tendered at Toronto an amount 
equivalent to the charges, but at the rate of exchange cur- 
rent at the time. This amount was refused by the railway 
company, which insisted upon payment of par exchange. It 
was contended on behalf of the applicant that his contract 
was wholly with the Canadian National Railways, that he was 
not bound by any conditions which the railway company sub- 
scribed to in the ocean bill of lading, but that he was obligated 
to pay either in London or at the port of delivery and that 
in the through ill of lading which constituted his contract with 
the railway company, nothing is said about par of exchange. 

In the judgment, Chairman McKeown said the power of 
the Board of Railway Commissioners was limited to dealing 
with the freight from Montreal to Toronto, and all they could 
investigate was whether the amount actually charged was in 
excess of Canadian tariff, which they found it was not. 





PURCHASE OF D. G. H. & M. 


The Detroit, Grand Haven & Milwaukee Railway, which 
Michigan legislature has voted to take over from the Canadian 
National, and which the latter do not want to give up, is 
189 miles in length and runs from Detroit to Lake Michigan, 
there being a car ferry to give connection with Milwaukee 
across the lake. It is a subsidiary which came to the C. N. R. 
with the Grand Trunk. Though the mileage is small, it runs 
through a fine freight territory, which makes its earning power 
higher than that of the Canadian mileage of the system gen- 
erally, hence the reason for the declaration that it will not be 
surrendered without a fight. —— for the taking over 

the road is said to be $15,000,000. 

é In 1924 the Detroit & Grand Haven had an operating pe 
nue of $6,451,947 and expenses of $4,917,490, leaving a net o 
$1,534,457. After rents and other charges were deducted — 
was still an operating income of $385,234. The road has ha 
a great deal of trouble with the state of Michigan over taxes 
and one thing and another, hence the decision of the state to 
take it over, which it claims to have the right to do under an 
old agreement. 


“PRESIDENT” SHIP BID CASE 
The Trafic World Washington Bureau 


The Pacific Mail bid for the five “President” ships oper- 
ated between San Francisco and the Orient by the — + 
for the government is more of a cash bid for the — s ye 
that submitted by the Dollar interests, according to a 
Carter, president of the Pacific Mail Steamship pga ng cee 
is contesting the Shipping Board’s acceptance of ~ai yo! = 
in the Supreme Court of the District of Columbia. Inas 
ment Mr. Carter said: 


the 
t incompleteness of information given out by 
shipping "Board, the impression has been created that ~ RM og 
R. Stanley Dollar and associates for five government-own Eg 
dent” steamers now operated by the Pacific Mail is a = , r = 
cash” bid and that the Pacific Mail’s higher bid is much less 

Vv th overnment. 

anithe Dollar pid . no more a cash or all cash bid je od bn 
purchase from the board in 1923 of seven 502 foot ge en = 
sels on which it has not yet paid a cent except the ver = 
all bidders are obliged to deposit with their offer. The : ar ba 
terests at that time gave the government letter of credit py: a 
fourth of the purchase price payable in two years after > 
livery of the ships and not due until early next year with intere 
at 4% per cent. 

The Dollar interests thus have the possession, use and all the 
earnings of seven fine government ships for two years before paying 
anything. 

"The Dollar bid for the five 535’s in the trans-Pacific trade also 
gives the bidders the option of making the first payment of one- 
third of the price by means of a letter of credit payable May 1, 1927. 
If the sale goes through they may by exercising this option get the 
ships and for two years receive all their earnings before they have 
to pay any cash. No doubt the letter of credit will be good but it 
is grossly misleading to call this a “cash” or “all cash’’ bid. After 
this first payment is made two years after delivery of the ships 
thé Dollars will have ten years more in which to pay the balance, 
the government’s only security being notes covered by a mortgage 
on the ships. The government will have no claim on the earnings 
made by the Dollars on the ships. 
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The Pacific Mail will pay to the Shipping Board $1,250,000 cash 
on the nail the instant the ships are delivered to it and will pay 
the balance in bonds due in fifteen years. The bonds will be secured 
by a mortgage on the ships and further by a lien on all the earnings 
in excess of interest on capital which will be limited to the value 
of the ships, and which earnings are to be paid into a building fund 
for construction of new naval auxiliary ships to replace the present 
ships as they inevitably wear out and become obsolete. 

The Pacific Mail bid is more of a cash bid than the Dollar offer 
and the bonds offered in payment by Pacific Mail are better secured 
than the deferred payments under the Dollar bid, to say nothing of 
the Pacific Mail guaranteeing a minimum of ten years’ maintained 
service and as much longer as the Shipping Board deems necessary 
in America’s most strategic trade route as against a maximum of 
five years offered by the Dollar interests. 

Commissioners Benson, Plummer and Thompson, the mem- 
bers of the Shipping Board who voted against the acceptance 
of the Dollar Bid for the “President” ships, planned this week 
to have special counsel represent them in the injunction pro- 
ceedings brought by the Pacific Mail to prevent sale of the 
vessels to Dollar. It was understood that these members had 
offered a motion at a meeting of the board providing that a 
member of the board’s legal department be designated to repre- 
sent the minority members of the board but that the motion 
was rejected by a vote of four to three. 


In its answer to the Pacific Mail ship injunction suit, filed 
April 17 in the Supreme Court of the District of Columbia, the 
Shipping Board alleged that the bill of complaint was full of 
scandalous and impertinent matter repugnant to the rules of 
the court, and that it should be stricken from the files of the 
court. The board alleged that the Pacific Mail, as managing 
operator of the five “President” ships involved, had received 
compensation of $1,604,888 for its services for the period from 
July 1, 1922, to March 1, 1925, and that the line showed a loss 
of $782,340 in 1923 and $1,127,045 in 1924. Denial was made of 
plaintiff’s allegation that the operation of the line had been suc- 
cessful under it, the defendants averring that the operation was 
so unsatisfactory to the board and Fleet Corporation that con- 
sideration was given about a year ago to the question of cancel- 
lation of the managing agency contract with the Pacific Mail. 
The allegation was made by defendants that the Pacific Mail dis- 
regarded for the most part the terms and conditions agreed on 
by the bidders before the bids were submitted, while the Dollar 
bid complied with the terms and conditions. It was alleged that 
the Pacific Mail, in fact, submitted a proposal that was not 
a legal bid in good faith, to the end that the issue would be con- 
fused and the managing agency contract continued with it be- 


cause such continuation would be profitable and lucrative to 
plaintiff. 


The board contended that the exercise of discretion reposed 
in it by law was not subject to review by the court. Rejection 
of the Pacific Mail bid and acceptance of the Dollar bid, it 
was alleged, was in the best interests of the government and 
of the American merchant marine. 


OCEAN RATES SLIGHTLY LOWER 


The Trafic World New York Bureau 

Full cargo rates from Atlantic and Canadian ports were 
slightly lower during the week, with several vessels fixed about 
one-half cent below previous figures. Ship brokers express the 
belief that business will now show moderate increases, but 


that no material advances in rates will result, as vessels are 
being offered freely. 


Following the active demand for tonnage for Russia, which 
has now subsided, there has been a fair demand for space from 
Atlantic ports to the Continent. Charterers are now turning 
their attention to Montreal. The current rate for full cargoes 
of grain from Montreal is about 14% cents a hundred and about 
one cent less from Atlantic ports to Antwerp and Hamburg. 

Only a small demand has been noted for grain ship- 
ments from Montreal to the Mediterranean, for which ves- 
sels are being offered at 1814 cents for heavy grain and 1% 
to 2% cents additional for barley and oats. 


The sugar trade has been quiet, with vessels fixed at 16 
cents a 100 pounds from Santo Domingo to St. John or Halifax, 
17 cents from the north side of Cuba to Montreal, 20 shillings 


nine pence from Santo Domingo to the United Kingdom or 
Continent. 


The coal market has also been dull, with steamers fixed 
as follows: $4 a ton from Hampton Roads to Montevideo or 
La Plata; 95 cents a ton from Hampton Roads to Montreal; 
$4 a ton from Hampton Roads to Rio; $3.30 a ton from Hamp- 
ton Roads or Baltimore to Trieste or Venice. 


Officials of New York steamship lines have failed to note 
any diversion of ocean freight from New York to South At- 
lantic and Gulf ports as a result of the new railroad water rates 
established by the latter om March 28. One official remarked 
that sufficient time had hardly elapsed to give the new tariffs 
a fair test and that the full effect of the change, if any, may 
not become apparent for another month. 
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URGES SCRAPPING OF SHIPS 
The Trafic World Washington Bureau 


Chairman O’Connor, of the Shipping Board, this week, re- 
newed his efforts to have the board sell approximately 200 
idle vessels for scrapping purposes. He recommended that 200 
such ships be placed on the market immediately. The matter 
was referred to the committee on scrapping which is composed 
of Chairman O’Connor and Commissioners Benson and Plummer, 
The board has approxiately 850 idle vessels tied up at different 
ports and it is estimated that more than 200 of these will 
never be fit for operation on the high seas. 

“The postponement of the scrapping of these ships at sac- 
rifice prices,” Mr. O’Connor said, “has teen urged at different 
times, but it seems to me that the continuing expense of main- 
tenance and a lack of prospect that these ships can be sold for 
operation are reasons enough for immediate action. 

“There is no evidence that property of this character will 
increase in value, and we know that depreciation is as sure as 
the calendar. I am in favor of a sale in large lots or in small 
lots or both. Speed is the thing desired.” 


SHIPBUILDERS OPPOSE LAW CHANGE 


The Trafic World New York Bureau 


The Atlantic Coast Shipbuilders’ Association at the monthly 
meeting of its administrative council decided to take prompt and 
vigorous steps against-the introduction of any resolutions at the 
meeting of the International Chamber of Commerce, in Brussels, 
in June, which would plan to throw open the ports of the United 
States to foreign shipping lines which would like to engage in 
the American coastwise traffic. Secretary Samuel Clarence King, 
at the conclusion of the executive meeting of the council, stated 
that the man who would be selected to represent the Atlantic 
Coast Shipbuilders’ Association at the forthcoming meeting would 
be one strong enough to make his weight felt in all plans to 
open the American coastwise traffic to foreign representatives. 

In deciding to throw the weight of the associated ship- 
builders of the Eastern seaboard against the plan to open to for- 
eigners American coastwise traffic, which for years has been 
closed to foreign competition, Mr. King asserted that his organ- 
ization was lining up with the American Steamship Operators’ 
Association, which had already announced its intention of send- 
ing a delegate to the meeting to object to the project to open 
American commerce to foreigners. 

“The Chamber of Commerce of the United States,” Mr. King 
said, “has been so aroused that it will also protest against the 
resolutions looking to the opening of American coastwise ship- 
ping to foreign competition and we believe that there will be a 
large American delegation present to protest against the plan.” 


Mr. King explained that resolutions were going to be intro- 
duced at the international chamber meeting to petition the 
United States Government to repeal its legislation against for- 
eign ships competing in the coastwise trade. 


N. Y. HARBOR COAL COMPLAINT 
The Trafic World New York Bureau 


Hearings in the complaint of the Harbor Coaling Corporation 
of New York against seven railroads, charging unjust and dis- 
criminatory transshipment rates, will be held on April 24 in the 
rooms of the Merchants’ Association, before Examiner Griffin of 
the Interstate Commerce Commission. It is expected that prin- 
ciples of interest to the rail and water lines serving the port will 
be developed in the case. 

The Harbor Coaling Corporation leased part of the Black Tom 
pier from the Lehigh Valley Railroad, from which coal has to be 
dumped into tugboats or lighters. Several of the railroads have 
refused to grant the transshipment rate but have insisted upon 
applying the so-called Jersey City rate, which is 30 cents a ton 
higher. 

The railroads listed in the complaint are the Baltimore & 
Ohio, Lehigh Valley, New York Central, Pennsylvania, Reading, 
Pittsburgh & Lake Erie and the Western Maryland. 

The complaint of the Harbor Valley Coaling Corporation is 
that while these roads charge $2.79 a gross ten, the Tidewater 
transshipment rate, to all other coaling piers in the port, a charge 
of $3.09 is made on all coal consigned to its Black Tom pier. It 
is said that the Western Maryland and the Lehigh Valley, over 
whose lines the shipments originate and move, are willing to 
quote the Tidewater transshipment rate, but the connecting rail- 
roads refuse to change. 


MERCHANT MARINE CONFERENCE 


The Trafic World New York Bureau 


In spite of the billions of dollars spent on it by the federal 
government during the past eight years, the American merchant 
marine seems today not much closer to definite establishment 
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on a sound and permanent basis than it was before the war, 
when practically all of the trans-Atlantic carrying trade was 
in foreign hands. 

This was the sense of a meeting held in the rooms of the 
Merchants’ Association, Woolworth Building, called by Richard 
F. Grant, of Cleveland, president of the Chamber of Commerce 
of the United States. The meeting was attended by Secretary 
of Commerce Herbert Hoover and leading representatives of 
various branches of business interested in maritime affairs. 

The conference came to the conclusion that there is urgent 
need for a comprehensive study and investigation of the prob- 
lem of the American merchant marine in all its principal phases, 
and for the formulation of a national policy for the merchant 
marine which will not be dependent on expedients, but will 
place it on a sound and stable basis. The failure to establish 
the merchant marine on such a basis was declared to be due 
largely to the lack of any such national policy. 

It was the unanimous judgment of those present at the 
meeting that the establishment and maintenance of an Ameri- 
can merchant marine is essential to the economic welfare of 
the country and for the national defense in the event of war. 
For this purpose a national policy comprehensive in scope and 
permanent in character is needed. 

The meeting requested President Grant to proceed as soon 
as possible to the organization of a general conference com- 
posed of representatives of all interests concerned throughout 
the country. This conference, according to the purpose of the 
meeting, would, through sub-committees or otherwise, make a 
comprehensive survey of the conditions affecting the American 
merchant marine and of steps necessary to be taken to estab- 
lish it on a successful basis. 


In addition to Secretary Hoover, the following were in at- 
tendance: 


A. C. Bedford, chairman of the board, Standard Oil Co. of New 
Jersey; Frank C. Munson, president_of the Munson Steamship Co.; 
-_ H. Raymond, president of the Clyde Steamship Co.; R. H. M. 
Robinson, president of the American Ship & Commerce Corporation; 
John H. Thomas, vice president of the International Mercantile Ma- 
rine Co.; Benjamin Rush, president of the Insurance Co. of North 
America, Philadelphia; Irving T. Bush, president of the Bush Term- 
inal Co.; Lewis E. Pierson, chairman of the board, Irving Bank-Col- 
umbia Trust Co.; R. F. Bausman, Washburn-Crosby Co.; Captain 
A. B. Dunning, United Fruit Co., Boston; A. J. Brosseau, president 
of the Mack Trucks, Inc.; Julius H. Barnes, president of the Barnes- 
Ames Co., Duluth, Minn.; C. W. Lonsdale, president of the Simonds- 
Shields-Lonsdale Grain Co., Kansas City, Mo., and A. S. Murray 
general manager of the General Motors Export Co. ' 


WATER RATE ON ROOFING PAPER 


: The Shipping Board has dismissed a complaint of the Con- 
tinental Roofing & Manufacturing Company against the Balti- 
more and Carolina Steamship Company on a finding that the 
commodity rate on prepared roofing paper, from Baltimore, 
Md., to Miami, Fla., was not shown to be unduly or unreason- 
ably prejudicial. The rate complained of wa the local port- 
to-port rate of 55 cents. The board said the complainant relied 
on evidence based on comparisons of local rates on the one 
hand and proportional rates on the other, and that no attempt 
was made to attack the lawfulness of the rate assailed by com- 
parison with a rate of like character. 








FORD STARTS OVERSEAS SHIP LINES 


In addition to steamship lines already established, the Ford 
Motor Coompany is planning to operate regular services to 
Europe and South America to handle its own products and 
other merchandise. New York officials of the company said 
that they were aware of the reports, but referred inquiries to 
headquarters in Detroit. 

It is understood that while the Ford interests do not intend 
extensive operations at the start, more vessels will be pur- 
chased from time to time until a fleet comparable to those 
controlled by the U. S. Steel Corporation and the Standard 
Oil Company are developed. 


A. & W. ABANDONMENT 


The Alexandria & Western Railway Company has been 
authorized by the Commission to abandon, as to interstate and 
foreign commerce, its line of railroad from Alexandria to McFar- 
land, La., a distance of approximately 20 miles. Objection was 
made to the granting of the application by the Thomas Gravel 
Company, Inc., which operates a gravel pit near McFarland. 
The report said the line was built primarily for the purpose of 
moving logs and sawmill products from adjacent territory and 
that such tonnage had furnished about 90 per cent of the car- 
rier’s revenues. The carrier obtained authority from the 
Louisiana commission to abandon regular passenger and mail 
service in April, 1924, and since that time it has operated inter- 
mittent freight service only, the report said. The property is 


. controlled by the same interests that control the Albert Hanson 


Lumber Company, Ltd., now in process of liquidation, the report 
said. The deficit in 1924 was $34,097, the report said, and the 
company has been requested by its creditors to cease operation 
and abandon the line. The Commission said the line had served 
the purpose for which it was constructed. 
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CONSTRUCTION OF NEW LINES 


The Trafic World Washington Bureau 


The Denver & Rio Grande Western Railroad Company has 
applied for authority to construct and operate a new line of 
railroad beginning at a point at or near Soldier Summit station 
on the applicant’s existing line of railroad, in Wasatch county, 
Utah, and extending to Vernal, Utah, embracing approximately 
131 miles of main track. The applicant said that proposed rail- 
road was designed to reach, penetrate and serve the Uintah 
basin, a large section of the state having a population esti- 
mated at 15,000 and containing large areas of tillable and 
irrigable land. The basin also contains large quantities of 
timber, coal, hydro-carbons and other minerals and live stock. 

The Forth Worth & Denver South Plains Railway Company 
has applied for authority to build a line of railroad from a con- 
nection with the Fort Worth & Denver City at or near Carey, 
Tex., to Plainview, Tex., approximately 90 miles, thence in a 
general northwesterly direction to a point near the center of 
Castro county, approximately 40 miles beyond Plainview, and 
from a point on the said line just described, approximately 22 
miles easterly from Plainview, thence in a northerly direction to 
Silverton, a distance of approximately 18 miles, and thence to 
Lubbock, approximately 45 miles. The applicant said that if the 
application were approved the new line would be operated in 
connection with the line of the Forth Worth & Denver City, 
which operated a line from Fort Worth to the line between the 
state of Texas and the state of New Mexico. The applicant’s 
stock is owned by the Colorado & Southern Railway Company 
and the proposed line will be operated as a part of that com- 
pany’s system of railroads. The proposed line will reach what 
is known as the “South Plains” in Texas, an area consisting of 
about nine counties of 900 square miles each, a very high per- 
centage of which is tillable and is rapidly developing in agri- 
cultural pursuits. 

The Meridian & Bigbee River Railway Company has ap- 
plied for authority to complete its line of railroad from Merid- 
ian, Miss., to Myrtlewood, Ala., a distance of about 50 miles. 


B. & M. ABANDONMENT 


The Trafic World Washington Bureau 


The Boston & Maine and the Nashua & Acton have been 
authorized by the Commission to abandon the railroad of the 
Nashua company from Nashua, N. H., to North Acton, Mass., a 
distance of approximately 20 miles, and the Boston & Maine has 


POSITIONS WANTED OR OPEN 


ASSISTANT TO COMMERCE COUNSEL—Four years’ experience 
assisting traffic analyst in handling cases before commission and classi- 
fication committees; pdssesses practical traffic knowledge and un- 
derstands interstate commerce law. A. B. degree. Address Box 769, 
care Traffic World, Chicago, IIl. 











POSITION WANTED—Industrial traffic manager. Seventeen years’ 
experience, now with commercial organization, wishes to locate in 
Ohio or the West, rate analyst, and experienced in presenting and 
preparing cases before Commissions, reasonable salary. Address Box 
767, care Traffic World, Chicago. 





WANTED—A young man, thoroughly conversant with traffic de- 
tails, who would like to become the New York sales representative 
of a western corporation. The right man will find himself given a 
splendid opportunity and will be supported by a reasonable guar- 
antee. Interview in New York between April 23 and May 1. Ad- 
dress Box 771, care Traffic World, Chicago, IIl. 








WANTED—Freight rate tariffs in effect past three years applying 
between all and any sections of country. What have you and what 


pore Faces Security Traffic Company, 117 North Broadway, St. 
4ouls, oO. 


Make this Mammoth Plant 


YOUR CHICAGO WAREHOUSE 
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your Chicago trade. Superior 
facilities for prompt out-of-town 
shipments without cartage 
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been authorized to abandon operation, under trackage rights, be- 
tween Acton Junction and Concord Junction, Mass., a distance 
of approximately 4 miles. The latter line practically formed 
an extension of the Nashua company’s line and was used exclu- 
sively by the Boston & Maine which controls the Nashua com- 
pany through the ownership of its entire capital stock. The 
Boston & Maine has operated the line since 1895. 

The Commission, through Division 4, said the line traversed 


In Which of the Followin 
Do You Belong 


a—Men who spend leisure time in reading daily papers. 


b—Men who spend a portion of each day in training themselves for 
the higher positions in the 


TRAFFIC PROFESSION 


Have you ever stopped to analyze why certain men and women were 
successful? If so, you know that this class had vision and the courage 
to spend the necessary time and money to prepare themselves to climb 
out of the rut. 

Think it over, then write for our catalogue, and while doing s0, 
believe that you are procuring information on a course that is superior 
to any other now on the market. IF YOU DOUBT IT GIVE US A 
CHANCE TO PROVE IT WITHOUT COST TO YOU. 

A new resident class just opened. You are still in time to join. 
Come in and talk it over. (Resident mail training available at any 


ime.) 
COLLEGE OF ADVANCED TRAFFIC 


608 South Dearborn St., Chicago Dept. G Harrison 8649 


Classes 


JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
: Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding Free Switchin ) Srela) On Ore 
Distribution — Negotiable Wareh« pts ¢ 


Amer can Wareh met 
Members: ¢ Central Warchouset , 
American Chain 
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Serving New York 
and Pennsylvania F rom ft he Hi ub 
Elmira is the natural distributing center for these two densely 


populated States which have ndingly great buying-power 
Served by Erle—Lackawanna—Pennsytvania—Lehigh Valley 
Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


Fer reliable wareheusing and distribution 
service in all its branches, write or wire 


ESTERN 


WAREHOUSING COMPANY 
Polk St. Terminal, Pennsylvania R. R. System 
321 West Polk St., CHICAGO 
“At the Edge of the Loop” WILSON V. LITTLE, Supt. 





S00 TERMINAL WAREHOUSE 


Storage and Distribution of 


MERCHANDISE 
Without Cartage Charges 
Write to Us and Learn About 


“THE ECONOMICAL WAY” 






CHICAGO, ILL. 


Location—Geographically in the 
heart of Chicago. Ground floor 
space for lease in large or small 
blocks to desirable tenants. 


Fire-Proof—40 Car Siding— 
Free Switching 
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a section well supplied with railroads, and in which the use of 
automobiles had increased largely in recent years. Passenger 
service was discontinued in 1921 and since that time only a 
mixed-train service has been given. The report said that, on the 
basis of the present restricted service, the petitioners repre- 
sented that the annual deficit from operation would be $40,000. 
Two owners of timber lands near East Groton opposed the pro-* 
posed abandonment, and a dealer in coal and ice and a dealer 
in grain at Dunstable protested. The Commission found the 
protestants could use automobile trucks for short distances to 
other rail stations and that the abandonment of the line would 
not affect seriously the communities through which it passed. 
It said the cost of continuing the service was disproportionate 
to the value of any service which it could render the public. The 
state commissions of Massachusetts and New Hampshire recom- 
mended that the application be approved. 


ROCK ISLAND ABANDONMENT 
The Trafic World Washington Bureau 


A certificate has been issued by the Commission, through 
Division 4, authorizing the Chicago, Rock Island & Pacific to 
abandon a line of railroad extending from a point near West 
Davenport to a point near Stockton, Ia., a distance of approxi- 
mately 16 miles. Objection was made to the granting of the 
application. 

The report explained that the Rock Island owned three 
lines running westerly from Davenport. The Missouri division, 
forming part of its through route to Kansas City, follows the 
west side of the Mississippi river from West Davenport to Mus- 
catine. The main line of the Iowa division, constituting a part 
of the Rock Island’s through route to Omaha and Colorado, ex- 
tends from Davenport through Stockton. Both of these lines are 
double-track. A third line, single-track, referred to as the Blue 
Grass line, extends westerly from West Davenport to Blue Grass, 
which is about 8 miles from the western limits of Davenport, 
dividing almost equally the space between the two main lines 
above mentioned. From Blue Grass this line turns northwest- 
erly, crosses under the main line of the Iowa division at Stock- 
ton and continues to Bennett, where connection is made with the 
Rock Island’s line from Clinton to Elmira and Cedar Rapids, Ia. 
The part of the line north of Stockton is known as the Cedar 
Rapids division. The Blue Grass line was built about 1890 and 
has been operated as a part of the Rock Island since 1903. 

The order of the Commission permits abandonment of that 
part of the Blue Grass line between West Davenport and Stock- 
ton. The Rock Island proposes to connect its Cedar Rapids divi- 
sion with the main line of its Iowa division at Stockton. The 
only station that will be affected by the abandonment is Blue 
Grass, which had a population of 205 in 1920 and which is served 
by the Clinton, Davenport & Muscatine, an €¢lectric fhterurban 
railway which carries passengers and freight, the report said. 

The Rock Island proposes to convey its station facilities at 
Blue Grass to the interurban. The Rock Island represented that 
Blue Grass would be adequately served by the interurban and 
that continued operation of the Blue Grass line would result in an 
annual loss of $20,000. 

Protestants said abandonment would be injurious to Blue 
Grass and to a large area surrounding it. The Commission said 
abandonment of the line might result in some minor incon- 
venience to Blue Grass and a small area surrounding it, but that 
the section would still have reasonably adequate rail service. 
Continued operation, it said, would involve losses to the Rock 
—— wholly disproportionate to any service rendered to the 
public. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Pittsburgh held its annual dinner, 
April 16. Samuel O. Dunn, editor of the Railway Age, spoke on 
railway investment and said that there had to be a large per- 
manent increase in the amount of railway stocks the public was 
willing to buy, and in the prices it was willing to pay for them, 
if the railways were to be able to continue to furnish the public 
adequate transportation. 








The Traffic Club of Memphis held its luncheon and meeting 
at the Hotel Gayoso, April 13. 





The Traffic Club of Oklahoma City will hold its regular 
meeting in the Huckins hotel, April 27. The meeting will be 
known as “Stockyards Night.” Guests and speakers will be J. J. 
Gibson, vice-president, the Oklahoma National Livestock Yards; 
Joe Marsh, secretary, Oklahoma Livestock Yards; W. R. Grove, 
general manager, Wilson and Company, and Howard W. Huntley, 
general manager, Morris and Company. 





The Transportation Club of St. Paul held its second joint 
meeting with the Traffic Club of Minneapolis, at the St. Paul 
hotel, April 16. 





The Traffic Club of St. Louis held its weekly luncheon and 
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meeting, April 13. Colonel James W. Byrnes was the speaker. 
The club will hold its election dinner April 28. 

The San Antonio Traffic Club held a meeting at the St. 
Anthony Hotel April 16. A program of vaudeville stunts and 
music was given. 








The Traffic Study Club of Akron held a meeting April 13. 
J. J. King, the A. C. Y., spoke on “The Eastern Class Rate In- 
vestigation” and V. E. Kuntz, the Goodyear Tire and Rubber 
Company, spoke on “The Relation of the Traffic Department 
to the Sales and Purchasing Departments.” 





The Richmond (Va.) Traffic Club held a meeting April 13. 
W. W. Owens, general manager, the American Railway Express 
Company, Washington, and John F. O’Grady, traffic manager, 
the John T. Wilson Construction Company, of Richmond, were 
the speakers. 





The Transportation Club of Louisville will hold its regular 
monthly meeting April 21. The subject of “Grade Crossing 
Elimination” will be discussed and presented from three angles 
by W. H. Courtenay, chief engineer, the L. & N.; James P. 
Barnes, president, the Louisville Railway Company, and E. J. 
Miller, member of the board of public works, Louisville. 











Personal Notes | 
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W. H. Flynn has been made superintendent of motive power, 
Buffalo and east, of the New York Central and the Ottawa & 
New York at New York. 

W. E. Scull, Jr., has been made traveling freight and pas- 
senger agent of the Seaboard Air Line at Wilmington, N. C. 

J. M. Purcell has been appointed traveling freight agent 
of the M. K. T. at Kansas City. 

Edwin A. Wall, formerly contracting freight agent of the 
Erie at Boston, died at his home in Roxbury, Mass., April 13. 


MIDWEST BOARD MEETS 


Transportation, particularly car service, was reported in good 
condition in the middle west and likely to remain so for the next 
ninety days, according to railroad men and shippers at the first 
annual meeting of the Mid West Regional Advisory Board at the 
Hotel La Salle, Chicago, April 15. 

Over 400 men attended the meeting and were welcomed by 
Colonel A. A. Sprague, commissioner of public works of the city 
of Chicago, who praised the spirit of the board. He then spoke 
of the Calumet Harbor plan, saying that something had to be 
done on the south side of the city, because the loop was so badly 
choked that the streets closed by downtown terminals had to be 
opened. He sketched briefly the attempts of the city to interest 
the roads in Calumet harbor, and of their final success in receiv- 
ing an offer from the Nickel Plate. 

Robert C. Ross, general chairman of the board; spoke of the 
situation of the territory on the board’s first birthday. He said 
that the commodity committees’ reports were optimistic, that no 
car shortage had been felt and that loadings were higher than 
in 1924. He said that shippers and railroads owed a lot to the 
development of the idea that the best way to settle problems was 
co-operatively and that the gratitude of all was due such men as 
F. B. Montgomery for starting the first organization founded on 
the co-operative idea—the National Industrial Traffic League. He 
then told of other conferences and committees that had come 
into being as the idea developed and said that in the regional 
advisory boards the spirit of co-operation had its best expression. 
He then went on to say that the next step ought to be a co-oper- 
ative rate making body. He said in part: 





Boards similar to ours, organized separately, however, and along 
commodity lines, in the various rate territories, meeting with simi- 
larly constituted carriers’ committees, would result in the satisfactory 
disposition of a great many matters which are now passed on to 
an over-worked and sadly harassed Interstate Commerce Commis- 
sion, and in those cases where no complete agreement could be 
reached the Commission would be called upon simply to pass on 
the sticking points. 7 

The lack of such organizations is responsible for the serious 
situation today. Practically every rate in the country is now under 
fire before the Commission. Competent and willing as is that body, 
it would require supermen to do justice to all the problems which 
come before it. This is a most serious situation and the solution 
lies largely in the hands of the carriers and shippers themselves. 
Fortunately there are signs of a realization of this fact by the car- 
riers and shippers in this mid-west territory, who, as you know, have 
come, with the informal assistance of the commission, to an agree- 
ment on a temporary rate basis to be established in western trunk 
line territory. 

My faith in the vision, broad-mindedness and co-operative spirit 
of the carriers and shippers in this territory leads me to believe that 
this recent suggestion will result in the eventual formation of or- 
ganized co-operative rate-making relationships between the carriers 
and shippers of this country, relieving the Interstate Commerce Com- 
mission of a great mass of details which constantly confronts it, 
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Fifty miles more of water rates: 


A splendid Freight and Package Car 
Service to Texas Common Points and 
points in Louisiana, Oklahoma, Arkansas, 
Arizona, New Mexico and Colorado. 
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10S. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 





No matter where you ship to in the 
Southwest you can ship it quicker and at 
less cost through The Port of Houston. 





Houston enjoys an enormous rate ad- 
vantage, especially valuable to manufac- 
turers shipping coastwise in bulk to THE 
PORT OF HOUSTON and Less Car Load 
to points in the Southwest. 


Great Lakes Warehouse Corp. 
HAMMOND, INDIANA 


DISTRIBUTION and WAREHOUSING 


FOR THE GREAT CALUMET DISTRICT 
250,000 Sq. Ft. — 32-Car Siding — 40-Car Cold Storage Ready April 1, 1925 


ROCHESTER, N. Y. 


Speed, economy and efficiency combine 
to save you. money and time when you 
route via THE PORT OF HOUSTON. 


Send for the following descriptive 
books: 
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“PORT HOUSTON” 


Official organ of the Port Commission. 
Containing all tariff information of the 
Port together with pictorial and text de- 
scriptions of the Fastest Growing Port 
on the Gulf of Mexico. 


“HOUSTON FREIGHT RATE BOOK 
NUMBER 1” 


Complete Class rates to all Texas Com- 

mon Points and to points in States named 

above. Complete package car schedules 

of all of Houston’s seventeen railroads. 
No charge for these publications. 


Address 


THE DIRECTOR OF THE PORT 


5th Floor Courthouse § Houston, Texas 
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The only modern Merchandise Warehouse fully 
tain” and centrally located in the 
City of Rochester. 







Insurance rate 12 cents per $100.00. 





Located on private siding of the Buffalo, Rochester 
& Pittsburgh Railway, enjoying switching at 
flat Rochester rate with all steam roads. 
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and leaving it free to perform, if you please, the function of um- 
pire, or referee, rather than judge and jury. 

William Bartel, director of service, the Commission, talked 
briefly, warning those present not to let down their vigilance 
and conscientious spirit of co-operation just because the outlook 
was rosy. It might be, he said, almost a dangerously pleasant 
outlook that the mid-west territory had. 

M. J. Gormley, the car service division, the A. R. A., said 
that he had nothing to report except that general conditions 
were good. He said that 344,000 surplus cars were on hand and 
that no shortage existed, unless a little difficulty in the Southeast 
were counted, though it had had no effect on the rest of the 
country. 

The report of W. D. Beck, district manager, the car service 
division, showed that loadings were higher in the territory than 
in the same period a year ago, that locomotive and car condi- 
tion was favorable, that the campaign to improve methods of car 
cleaning had made progress, and that the success of the district 
committees to handle the problems of perishable freight had been 
so great that more committees would be formed this year. 

There were 43 railroads with lines in the territory of the 
board that reported surplus cars on hand to the number of from 
200 to 13,888. Surplus locomotives were reported all the way 
from one up to 415. The percentages of cars and locomotives in 
bad order were reported as being, in the majority of cases, rela- 
tively small, while the terminal situations of the lines were in 
all cases either good or excellent. 

The commodity committee reports showed, for the most part, 
that the trend of industry was toward the normal. Agricultural 
implements are in demand, it was reported, and the transporta- 
tion service accorded the commodity is good. Brick and clay 
products reported a prospect of business for the year that was 
as good if not better than in 1924. The cement committee re- 
ported that shipments were a little less in the first quarter than 
a year ago, but that production had increased. The committee 
said that it wished to impress the roads with the necessity of 
having a regular transportation service when the season arrived 
for large construction jobs. Coal and coke shipments are ex- 
pected to be lighter. The confectionery committee reported no 
change in conditions of transportation. Car requirements for the 
dairy products industry, for butter and cheese particularly, were 
reported as being from 5 to 8 per cent less than last year for 
April, May and June. The demand for fresh fruits and vegeta- 
bles has increased and their movement is free and no transporta- 
tion difficulties are expected. The furniture committee reported 
that the business had fallen off a little, but that car requirements 
would be as great and in some instances greater than a year ago. 
Grain was reported to be enjoying perfect car service and in need 
of about the same number of cars as a year ago. Packing house 
products were reported to be in a satisfactory condition and suf- 
fering from no transportation difficulties. Sand and gravel re- 
ported a car need of about 25 per cent more than a year ago, and 
the committee on warehouses and cold storage said that because 
foodstuffs had been well distributed for the season, the next 
quarter’s car needs would be less than for the first. 

The two special committees on car cleaning and on Chicago 
terminals reported favorably. The campaign of car cleaning has 
showed progress and the committee said that it hoped for fur- 
ther improvement. 

The officers of the board were re-elected. The following 
were added to the membership of the executive committee: H. E. 
Fairweather, T. M., Fort Wayne Chamber of Commerce; Samuel 
Hartman, of the public service commission, of Indiana; H. R. 
Parka, T. M., the Chicago Livestock Exchange, and W. E. Skin- 
ner, secretary and manager, the National Dairy Association. 

It was voted to change the rules of the organization so as to 
include more than 25 members at large, that is members other 
than those on committees and officers. Changes in the officers 
of committees are as follows: H. E. Fairweather, made chair- 
man of the Chambers of Comerce committee; F. L. Lumpp, T. M., 
the Armour Leather Company, made vice-chairman of the Hides 
and Leather committee, and Knute Espe, made chairman of the 
Livestock committee. 

Those attending the meeting of the board were invited to 
a dinner given by the Traffic Club of Chicago in the ball room 
of the La Salle. Nearly 300 accepted, and were entertained by a 
program of musical and comedy numbers put on by the radio 
stars from the different Chicago stations. One of the numbers 
offered was the famous “How Do You Do” song in which satiric 
greetings were extended to Receiver Byram of the St. Paul, 
President Buckmaster of the Traffic Club, and Examiner Disque 
of the Commission. 


NEW YORK SHIPPERS’ CONFERENCE 


The Trafic World New York Bureau 

The Shippers’ Conference of Greater New York, in a res- 

olution adopted at its regular monthly meeting Tuesday after- 

noon, protested against the “tendency toward the establishment 

of rates by legislation instead of by the Interstate Commerce Com- 

mission, to which has been delegated by Congress power to 
make rates in conformity with rules laid down by it.” 
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W. H. Chandler, manager of the Traffic Bureau of the Mer. 
chants’ Association, who made a report on the subject, intro. 
duced the resolution. The report opposed rate-making by 
either state or national government, “irrespective of the form 
assumed by such legislation.” The committee was authorized 
to appear in opposition to any such legislative moves when. 
ever and wherever they appear. 

A number of speakers, discussing the proposed amendment 
to the York-Antwerp maritime rules, expressed the feeling that 
the conference should oppose the rules relating to general 
average. While Great Britain and other European countries 
have accepted the rules as revised in Stockholm last year, it 
was said that underwriters and shippers generally were against 
their acceptance in this country. Attention was called to the 
public hearing to be held in New York on April 23 to bring out 
sentiment on this subject. 

H. Braden, reporting on the question, presented a summary 
of the rules as affecting the general average clauses. 

“The principle of general average can be traced back many 
years in a study of maritime law,’ Mr. Braden said. “It is 
not primarily an insurance liability and is not dependent upon 
insurance for its existence. More properly it forms part of 
the obligations that arise out of contracts of affreightment, and 
is only secondarily connected with insurance. The distinction 
today between general and particular average is that the former 
is a partial loss, voluntarily incurred for common safety and 
recompensed by all benefited thereby; the latter is a partial 
loss involuntarily caused, which must be borne by the party 
on whom it falls. All loss which arises in consequence of 
extraordinary sacrifices made, or expenses incurred, for the 
preservation of the ship and cargo, comes within general av- 
erage and must be borne proportionately by all who are inter- 
ested. It is the doctrine that what is sacrificed for the common 
benefit shall be compensated by a common contribution.” The 
conference resolved that no formal action should be taken until 
after the public hearing on the subject. 

Another resolution adopted by the conference authorized 
the chairman to appoint a committee to study the uses of the 
barge canal and to submit a report to the state commission 
which ig to investigate the matter. One speaker said he had 
doubled the amount of his goods shipped by canal and planned 
to send 50,000 tons this season, as he had found it to be a 
convenient and economical form of transportation. 

A resolution was adopted to refer to a committee alleged 


discrimination in storage rates in Philadelphia, Baltimore and 
New York. 


INTERNATIONAL C. OF C. MEETING 


The complete program for the third biennial conference 
of the International Chamber of Commerce to be held at Brus- 
sels, June 21 to 27, was made public April 14 at the headquar- 
ters of the American Section of the Chamber. The meeting 
will bring together representatives of forty nations to discuss 
common problems, to consider means of facilitating trade be- 
tween countries, and to further the adoption and simplification 


of commercial practices by which the interchange of goods be 
tween peoples is carried on. 


It is estimated that the meeting will be attended by more 
than 200 American delegates, including bankers and financiers, 
economists, industrialists and merchants. Questions relating 


to transportation which will be discussed, as announced by the 
American Section, are as follows: 


Definition of the term ‘“‘commercial character’? of postal pack- 
ages.—The Congress will be invited to express itself regarding the 
definition of the term ‘‘commercial character’ as applied to postal 
packages. When considered as commercial shipments such packages 
are distinguished, under the majority of trade treaties, from ordinary 
postal packages and must be accompanied by a certificate of origin. 
There is disagreement between the different countries as to what 
should be understood by the term “commercial shipment.’ The 
Congress will attempt to propose to governments a uniform definition. 

Motor Transportation and Highway Development.—The results 
of the development of motor transportation are both economic and 
social. These results are seen especially in America, though the same 
tendencies are noticeable in all countries. The motor must not be 
considered as a competitor to the train, but as a partner; it serves 
outlying districts and sparsely populated areas; the country is no 
longer isolated, whether or not in proximity to a railway, it is linked 
by motor transport to the neighboring centers of economic activity. 
The sister problem to motor transportation is highway development. 
The two questions are in reality twin aspects of one problem. Thanks 
to the initiative of the American National Committee, an opportunity 
will be given to discuss this subject at Brussels; connected with it 
is a resolution proposed by the Trevise Chamber of Commerce (Italy) 
recommending the development of international motor service. 
special committee—the highway transport committee—will prepare 
the preliminary reports for submission to the Congress. The chair- 
man of this committee is Roy D. Chapin, chairman of the board of 
the Hudson Motor Car Co. of the United States. 

Commercial Aviation.—The standing committee on commercial 
aviation, under the chairmanship of William Thys, director of the 
Bank of Brussels, will submit to the Congress a report and resolu- 
tions. This is essentially an international problem, since the aero- 
plane only becomes a commercial asset over long distances, which 
involve, in Europe at least, the passage of several frontiers. The 
committee will study new postal lines and in gonial the progres- 
sive development of civil aviation. The ‘Commission Internationale 
de Navigation Aerienne’’ is represented on the committee by its 
president, M. Pierre Etienne Flandin, France. 

Maritime Transport.—The Congress will be asked to vote on & 
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Port Houston’s Shipside Warehouse 





er from ship’s holds to warehouse, by means of electric conveyors, with one handling:—No trucking, switching or 
raying. 


Warehouse,—Re-inforced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred dollars 
per annum. 


Exceptionally dry, well ventilated and lighted. Free from vermin,—rats,—clean and sanitary. 
Floor level,—35 feet above mean low tide. 


With our long experience in the warehouse business, we are familiar with the requirements necessary to the proper 
handling of your shipments. 


Complete record of all shipments mailed same day of movement. Daily stock reports furnished, if desired. 

— Your shipments can be financed through our negotiable warehouse receipts. 

D A branch house service without the heavy overhead usually required. Cargo or carload shipments solicited. 
d 


: |) | BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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PILABELPINA, PA. Pool Car Distribution ALBANY, N.Y. 


Railroad Sidings—Motor Truck Delivery—Freight Bills Audited 


Mutual Transportation Co., Inc. 


Main Office: 121-123 North Front Street 
We solicit your inquiries on L. C. L.—S. C. ank P. C. Shipments 
STORE DOOR DELIVERIES 
Members Philadelphia Chamber of Commerce 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker. Mgr. 












DENVER, COLORADO _ 
Kennicott-Patterson Transfer Co. 


STORAGE AND DISTRIBUTION OF 


Merchandise and Household Goods 


Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


Kedney Warehouse Co. 


Minneapolis—St. Paul Grand Forks, N. D. 


Members A, W. A.—C. W. C.—Minn. W. A. 








AMARILLO, TEXAS 


Amarillo Warehouse, Storage and Ice Company 


[SERVICE | 
Bonded Fireproot svarehouse | gd =a —UG0In 74 









” Mant aiken iia a eae 

A (Lowest Insurance Rates in Southwest) MERCANTILE WAREHOUSING AND DISTRIBUTING 
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« | | “Thru SERVICE We Grow” Rae) Trucking — Distributing 
re GENERAL MERCHANDISE STORAGE and DISTRIBUTION UNION Forwarding 
The Warehouses in All Parts of the City with R. R. Siding TRUCKING LARGEST HANDLERS OF 
+4 I GAN 

a HORN’S COMMERCIAL WAREHOUSES, tn. coMaNY CARLOADS IN MICHI 
a DETROIT ~~ 524 Eighth SQ. DETROIT 
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series of resolutions which will be submitted by Sir Alan Anderson, 
ex-president of the Chamber of Shipping of the United Kingdom, 
deputy governor of the Bank of England, and chairman of the sea 
transport committee of the International Chamber of Commerce. 

Two resolutions deal with flag discrimination, endorsing the Rome 
resolution and insisting on the harm done to the country practicing 
such discrimination. Another concerns reciprocal tax exemption for 
steamship companies, an application of the principle of bi-lateral 
agreements always recommended by the Chamber as the most prac- 
tical method of combating double taxation. The committee in an- 
other draft resolution recommends the adoption of the York-Antwerp 
Rules 1924 (General Average), while others deal with the Conven- 
tions on the Limitation of Shipowners’ Liability, and the Sovereign 
Immunity of Public Ships. 

The committee on bills of lading, whose chairman is Charles S. 
Haight, of New York, will recommend again the adoption of The 
Hague Rules. ; . 

The executive committee, which meets in May, will be asked to 
decide whether the question of a uniform definition for dangerous 
merchandise should be placed on the agenda for discussion at Brus- 
sels. The object of this proposal is to obtain uniformity both as 
regards the definition of dangerous merchandise and port regulations 
concerning it. ‘ 

Railway Transport.—The railway transport committee, whose 
chairman is Charles Laurent, administrator of the Company Paris- 
Orleans, will submit to the Congress a report on two resolutions 
proposed by the Chamber of Commerce of Trevise and transmitted 
by the Italian National committee: One concerning combined serv- 
ices between railway lines and between railway and maritime lines, 
and another against the generalization of the obligation to give the 
name and address of the consignee on packages and railway trucks, 
a practice calculated to endanger the privileges of commercial secrecy. 


ARBITRATION OF DISPUTES 


Insertion of ani arbitration clause in all international com- 
mercial contracts is urged by the Court of Arbitration of the 
International Chamber of Commerce as a result of its experience 
in handling trade disputes during the last two years. 

The recommendation is made in a report received by the 
American Section of the International Chamber, which discloses 
that the Arbitration court in the two years of its existence has 
had before it ninety-two trade disputes and that it has settled 
thirty-six of them. Of the thirty-six successfully handled twen- 
ty-three were arranged by mutual agreement, seven by con- 
ciliation, and four by arbitration, and two additional cases by 
an outside arbitration organization. 

“It will be seen,” says the report, “that a quarter of the 
cases submitted were settled by mutual agreement between the 
parties without its having been found necessary to resort to 
arbitration, or even to bring the cases before the Administrative 
Commission. 

“Forty-four cases were without result, in nearly every case 
because an arbitration clause had not been inserted in the con- 
tract between the parties, and one party declined to accept the 
offer made by the other party to submit the matter to the 
arbitration of the Chamber.” 

“As a general rule,” the report goes on to say, “the plain- 
tiff resorts to arbitration in order to avoid the delays and costs 
of a foreign action. The defendant is aware of this. As he has 
signed no undertaking to submit disputes to arbitration and as 
he is not always of good faith, he refuses the arbitration of 
the Chamber so as to evade any award. Failing the existence 
of an arbitration clause, the Chamber is unable to take action, 
as the arbitration procedure depends intrinsically on the agree- 
ment or consent of both parties.” 


In order, therefore, that advantage might be taken of the 
machinery provided by the International Chamber the Court 
of Arbitration recommends the insertion of an arbitration clause 
in all international contracts. The suggested clause, as recently 
revised by the Court so as to make it more explicit than the 
former arbitration clause, reads as follows: 


For the settlement of all disputes in connection with the inter- 
pretation or the execution of this contract, the contracting parties 
agree to submit to arbitration (in accordance with the Arbitration 
Rules of the International Chamber of Commerce) rendered by one 
or more arbitrators nominated by the Court of Arbitration of the 
International Chamber. They agree therefore to accept and execute 
the decision of the arbitrator or arbitrators. 


Banking institutions and trade associations in the United 
States, aware of the advantage of this method of settling inter- 
‘national trade disputes, are now urging their clients and mem- 
bers to incorporate the revised clause in all foreign contracts 
in order that use may be made of the machinery provided by 
the Court of Arbitration, the American section says. 


POLITICAL RATE MAKING 


The following resolution has been adopted by the Chicago 
Association of Commerce and submitted to the Chamber of 
Commerce of the United States for adoption at its annual 
meeting in May, 1925. 


WHEREAS, The act to regulate commerce, as approved February 
4, 1887, and as subsequently amended, was designed to provide reason- 
able rates for transportation of passengers and property, to prevent 
—- discrimination of any character between persons or localities; 
an 

WHEREAS, The Interstate Commerce Commission, the adminis- 
trative agency, created to administer the act, has established, and 
consistently followed rules of practice designed to meet the needs of 
all interested parties including the public, and at the same time 


secure all of the pertinent facts necessary to an equitable decision of 
the questions involved; and 

_, WHEREAS, Since the passage of the original act, more than 
17,000 formal dockets have been registered, some of them being of 
nation-wide scope, and all of them involving issues of the utmost 
public concern requiring extensive hearings as well as independent 
investigations by the Commission itself; and 

: EREAS, The work of hearing complaints and making read. 
justments where it can be shown that readjustments should be made 
is being carried on as rapidly as possible, considering the intricacy 
of the questions involved and the necessity for exhaustive investiga. 
tions and hearings thereon; and 

WHEREAS, There appears to be a growing tendency to regulate 
freight rates and passenger fares by legislative enactment, in re. 
sponse to public clamor instead of leaving such questions for the 
judicial determination of the Interstate Commerce Commission py 
orderly procedure; and ; 

WHEREAS, Experience has demonstrated that uncertainty iy 
transportation matters has a detrimental effect upon business gen. 
erally; and 

WHEREAS, It is obviously impracticable, if not utterly impossible 
for legislative bodies to give the intricate questions involved in the 
rate structure of the country, the time and study required to assemble 
all the — facts necessary to a just determination of the issues 
involved; and j 

WHEREAS, The transportation act of 1920 expressly provides for 
the preservation of our transportation system in full vigor; and 

WHEREAS, Threatened legislative action creates uncertainty in 
the public mind, tends to retard business and thus interferes with the 
growth and development of our transportation system; 

BE IT THEREFORE RESOLVED, by the Chamber of Commerce 
of the United States, that it is the sense of this body that if our 
transportation systems are to be improved and extended to meet the 
constantly growing needs of commerce, the regulation of our common 
carriers must be vested in a properly constituted administrative body 
rather than in the legislative branch of the government; and 7 

BE IT FURTHER RESOLVED, That the record of the Interstate 
Commerce Commission is such as to commend that body as the proper 
agency through which all laws governing the common carriers should 
be administered; and 

BE IT FURTHER RESOLVED, That in the administration of the 
act to regulate commerce, no political influence should be exercised 


upon the administrative body by either the executiv islativ 
branches of the government. . Pal seas 





NORTHWEST BOARD TO MEET 


The Northwest Regional Advisory Board will hold _ its 
eleventh formal meeting, April 21, at the St. Francis Hotel, st 
Paul. It is expected the board at this meeting will expand 
to include a larger membership, more commodity committees, 
and an increased number of interests. The docket has been s0 
arranged as to afford the members a review of all the work in 
the last two years. Aside from the regular docket of business, 
President J. E. Gorman of the Rock Island and Vice-President 
J. G. Woodworth of the Northern Pacific will be speakers. 





CHAMBER OF COMMERCE MEETING 


Various phases of the transportation problem will be con 
sidered at the thirteenth annual meeting of the United States 
Chamber of Commerce in Washington, May 20 to 22. The 
American merchant marine and the motor vehicle will be con 
sidered. The transportation and communication group of the 
convention will consider the question of motor carriers in 
interstate commerce and other phases of the regulation of 


motor carriers, according to an announcement made by the 
Chamber. 





COAL RATES PEACE CONFERENCE 


The Trafic World Washington Bureau 


Discussion April 10 of the subject of coal rates to north 
eastern Iowa and southern Wisconsin was brought to close 
definition after several hours of talk by Director Hardie, 
through the submission by him, of a basis for possigle agree 
ment. His suggestion was as follows: 


That the rates from the northern Illinois district, including Ful- 
ton-Peoria, to points in Wisconsin, and to points west of the Mis- 
sissippi, on and north of the line of the Rock Island, from Daven- 
port to Grinnell, and on and east of the Minneapolis & St. Louls 
from Grinnell to the Twin Cities, now under suspension, be revised 
on the basis of the continuance of the present rates, subject to 2 
maximum. differential of $1 per ton and a minimum differential of 
seventy cents per ton under the rates from the southern [Illinois 
district, to the same destinations. 


The carriers consulted among themselves on that proposi- 
tion and came to the conclusion that, in the absence of some 
shipping interests, they would not be warranted in making 4 
definite answer to the proposal, A. F. Cleveland, as spokesmal 
for the railroads, submitted a counter proposal, also merely 48 
a basis for discussion and not as a definite tender, as follows: 


Revise rates from that part of the northern Illinois field known 
as Third Vein, to distinguish it from the Fulton-Peoria part of the 
district, to points in Wisconsin, on and south of the line of the Mil- 
waukee road from Milwaukee to Prairie du Chien via Madison, on the 
basis outlined in the Hardie proposal, with a maximum differential 
from the Fulton-Peoria part of the field of 85 cents under the southerm 
Illinois rates to the same destinations; from both parts of the north- 
ern Illinois field to points north of the Milwaukee-Madison-Prairi¢ 
du Chien line and to the territory west of the Mississippi described 
in the Hardie proposal, the maximum differential to be 85 cents. 


John S. Buchmore suggested a modification of the carrier 
proposal, which was accepted, on the understanding of course, 
that the basis was for discussion, as follows: 
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THE DINKLER HOTELS 


Louis J. Dinkler PIEDMO 
President _ 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


FROM PHILADELPHIA EVERY WEDNESDAY 
FROM HOUSTON......... EVERY TUESDAY 
Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 











Dispensers of True 
Southern Hospitality 






KANSAS 


ea ee —S 
a 
THE HEA | Mor AMERICA 
MO. 


STOCKS 


in our warehouse 
are ready for immediate delivery and 


HELP MAKE SALES 


in this territory. 
MAY WE SERVE YOU ? 


Metropolitan Warehouse Company 


operated in conjunction with 


CALIFORNIA TRUCK COMPANY 


s 
yam 
ac 


P. O. Box 570, Arcade Station A WAREHOUSE STOCK within the territory served, saves one 
LOS ANGELES to six days in deliveries to SOUTHWESTERN TERRITORY 
MERCHANDISE STORAGE AND FORWARDING 
THE DISTRIBUTING CENTER SPECIALIZING ON POOL CARS 


of the 


PACIFIC SOUTHWEST ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 


Fully equipped private car 


This completely outfitted, steel car offers a real oppor- 
tunity for someone in the market for a private car. 








It has three well appointed bedrooms with bath, an 
office with comfortable sleeping and toilet arrangements, 
large observation and dining room, roomy steel kitchen 
—all modernly equipped throughout. 


For blueprints, photographs and information 
write to Box 28, Station “‘C,’’ New York City. 
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That the differential from northern Illinois, other than Fulton- 
Peoria, be one dollar flat, under southern Illinois. 


Throughout the conference it was the basic understanding 
that the carriers would not consent to any reduction of exist- 
ing rates because they were undertaking a revision to bring 
the rates into compliance with the criteria laid down by the 
Commission in the northwestern dock case. It was also under- 
stood that nothing said by either carriers or shippers would 
have any bearing upon the pending formal docket cases, some 
of which the Commission hoped would be disposed of, without 
necessity for hearing, by an agreement in respect of the rates 
under suspension, in I, and S. No. 2346, the latter being the 
proceeding that, primarily, caused the suggestion of a conference. 

Southern Illinois operators, represented by R. W. Ropiequet, 
refused to have anything to do with the making of new dif- 
ferentials. Mr. Ropiequet put their refusal into writing. He 
said: “The southern Illinois coal operators are here in response 
to the invitation of the Commission and desire to state that 
they can not agree to the publication of any tariffs or rates 
that will not restore the differentials which the Commission, in 
the Illinois Coal Cases, 1920, and Ex Parte 74, directed should 
be restored.” 

The carriers, in stating their position, spoke individually, 
to the general effect that they had to stand by their proposals, 
because, to accede to suggestions that had been made, would 
result in loss of revenue. 

When Mr, Cleveland brought forward his counter proposal 
he said the carrier proposal would make a spread of fifteen cents 
between northern Illinois and Fulton-Peoria, instead of thirty 
cents as would be the fact under the Hardie suggestion, the car- 
rier proposal bringing, as Mr. Cleveland said, Fulton-Peoria 
and Springfield nearer each other. Mr. Nase, for Springfield, 
said operators in that district could not accept any increase in 
and spread between Springfield, on the one hand, and Fulton- 
Peoria, on the other. In fact, he suggested that Springfield 
should be given relief. 

That suggestion brought Jonas Waffle of the Indiana Coal 
Traffic Bureau to his feet with a declaration that, whatever 
was done for Springfield, the Indiana operators would expect 
for themselves because of the linking of the two territories that 
had been in effect for a long time. 

Mr. Putnam, getting into the question of differentials be- 
tween the Illinois districts, declared that the dock situation was 
the one to be considered and added that there was no use blink- 
ing that fact. The dock situation had been avoided because the 
Commission’s decision in that mater was the cause of the revi- 
sion the railroads had proposed, their tariffs being suspended 
because shippers contended that the tariffs were not in conform- 
ity with what was needed. 


Director Hardie urged consideration of the definite proposi- 
tion and the dock phase of the subject was dropped. His idea 
was that the carriers should consult among themselves and be 
back in Washington in a week. But the carriers were averse 
to binding themselves to come back in a weey. It was finally 
agreed that they should come back April 21, regardless of 
whether they had or had not agreed upon any revision of the 
suspended rates, Mr. Hardie being optimistic, suggesting that 
perhaps, if they had not agreed by that time, he could help them 
to come to an understanding. 


The conference was held by Director Hardie and Messrs. 
Powers and Ward, members of the Commission’s board on sus- 
pension. It was attended by so many representatives of rail- 
roads, mine operators, and users of coal that it had to be. taken 
to a large hearing room in the building occupied in part by the 
American Railway Association. The thought was that it would 
last all day and result in at least some bases for agreement. 
The start, however, was so slow that before it had been in ses- 
sion an hour, there was question in the minds of many of those 
in attendance whether anything would be accomplished. 


Revised rates on soft coal from Illinois, Indiana and western 
Kentucky, but primarily those from the first mentioned states, 
to destinations in Western Trunk Line territory, particularly to 
interior Iowa, southern and central Wisconsin and Missouri 
river crossings, suspended in I. and S. No. 2346, were brought 
forward by the Commission men for informal discussion with a 
view to finding a way, if possible, for avoiding a formal hearing 
on that. Formal complaints involving rates contained in the 
suspended tariffs were also set for informal consideration, all 
with a view to avoiding formal disposition of the issues, if a 
basis for settlement, short of decision by the Commission, could 
be agreed upon. 

In addition to the suspended schedules and the formal com- 
plaints, the Commission men said the Commission had before it 
a request from operators in the third vein in northern Illinois 
for a general investigation. 


Mr. Hardie, in calling the conference to order, said it had 
been thought that possibly a conference of shippers and carriers 
might result in some adjustment of the rates under suspension 
to an extent to make it possible for the Commission to vacate 
the order of suspension and permit the new rates to become 
operative without hearing, and possibly to remove the cause of 
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complaint in some of the formal proceedings, as to which hear- 
ing had not been held, to an extent which might justify the com. 
plainants in withdrawing their claims. 

The suspended rates were filed by the carriers to bring into 
effect the readjustment the Commission ordered in the relation. 
ship of rates from the northwestern lake docks, on the one hand, 
from northern and southern Illinois and Indiana, on the other, 
Rates from western Kentucky, being made in relation to the Illi- 
nois rates, therefore, were also brought in, although primarily 
the early discussion revolved around the rates from the Illinois 
districts to southern and central Wisconsin, Iowa and Missouri 
river points. 

John S. Burchmore, in behalf of third vein protestants in 
I, and S. No. 2346, said the proposed 70 cent differential to Wis. 
consin points over southern Illinois was regarded as excessive. 

“We think we should be able to ship as far as anyone else,” 
said Mr. Burchmore. “If we were allowed to ship on that prin- 
ciple we would go to Winnipeg and Missoula with our coal. We 
used to ship to Winnipeg, but we do not hope to get an adjust- 
ment of that kind. We would like to be able to ship to southern 
and central Wisconsin and eastern Iowa. We should not be re- 
quired to pay a cent more than we are paying. We think we 
should have rates not higher than 20 per cent less than rates 
made on the Holmes & Hallowell scale. Our rates now are ona 
basis much higher than would result from the use of any of the 
seales.” 'Mr. Burchmore said he was also representing the Belle. 
ville operators. 

Former State Commissioner F. W. Putnam, of Minnesota, 
speaking for the Fulton-Peoria operators and consumers in the 
Twin Cities, said those interests felt the rates on fine coal should 
not pay any increased rate. At present the rate to Twin Cities 
is $2.44 and the proposed rate is $2.86. C. B. Cardy, also speak- 
ing for the Fulton operators, said the rate from that district 
should not be more than 70 per cent of the Holmes & Hallowell 
scale. 

C. P. Hoy, for the Fifth and Ninth district operators, went 
into the question of rates on the Milwaukee road in Iowa and 
the differentials prescribed or indicated by the Commission in 
its 1920 decision in the Illinois coal cases, claiming the Milwau- 
kee had not observed the rules or principles laid down in those 
cases. A Milwaukee man present said the object of Mr. Cardy 
was to force the Milwaukee to break down the rates at points in 
Iowa intermediate on the route to the Missouri river. He said 
that if the Commission would grant fourth section relief to the 
Milwaukee it would be glad to carry rates to the more distant 
points in accordance with what was contended to be the rule laid 
down by the Commission. Director Hardie inquired and found 
out that Mr. Cardy was dealing with a situation that would be 
made worse, he claimed, by the suspended tariffs than if they 
had not been filed, because of the original failure to observe the 
decision of the Commission. Mr. Hardie said it was not neces- 
sary for the Commission to initiate another proceeding for the 
enforcement of a prior decision, if some carrier had failed to 
obey. 


Speaking for Swift & Co., Mr. Brand said he desired to 
register a protest against an increase of 3.5 cents from group 
No. 10 in southern Illinois to St. Louis. Such an increase, he 
said, would mean thousands of dollars to the St. Louis plant of 
Swift & Co. P. W. Coyle, speaking for the St. Louis Chamber 
of Commerce, also went into the subject of that proposed in- 
crease of 3.5 cents to St. Louis, touching also upon the disrup- 
tion of part of group No. 2 ordered by the Illinois commission 
from the so-called 20-mile radius. W. G. Strohm, speaking for 
the East Side Manufacturers’ Association of East St. Louis and 
iron and coke interests in that part of the St. Louis commercial 
district, also protested against increases to East St. Louis. 

J. H. Henderson, representing Iowa’s commission; Mr. 
O’Leary, Fort Dodge, and Mr. Sundberg, Cedar Rapids, interests, 
objected to increases, particularly in fine coal rates from the 
Linton and Clinton mines in Indiana, to those points, the in- 
crease from Linton being 19 cents on fine coal. Messrs. O’Leary 
and Sundberg said that the Iowa points, for which they were 
speaking, would be, under the proposed rates, 20 cents higher 
than any other points around them. Mr. Sundberg said the 
adjustment to Cedar Rapids was outrageous. The base rate, 
he said, was $2.57 per ton from northern Illinois to Cedar 
Rapids for a distance of about 170 miles. For a like distance, 
he said, Chicago had a rate of $1.25. Mr. Hardie was so much 


astonished at that assertion that he queried whether he had 
heard aright. 


C. W. Galligan, for the carriers, told Mr. Hardie he could not 
explain the 19 cent increase from the Indiana fields mentioned 
by the Iowans except to say that some time about 1920 the 
Iowa points were given a low rate on fine coal and that the 
carriers, in obedience to the Commission’s later order, were 
merely restoring old relationships. 

C. E. Childe, for the Omaha Chamber of Commerce, address- 
ing himself to Missouri River rates, said Omaha’s interest was 
in keeping rates on steam coal at the lowest level because the 
aim of that city was to turn itself into more of an industrial 
center so as to bring the farmer and the factory nearer to- 
gether. Prior to the Commission’s suspension of these rates, 
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Shipments routed from a Shipping Guide 


without monthly revisions are 
like autos without gas 


The Shippers’ Guide 


has furnished its subscribers with 2,500 revi- 
sions in towns since January, 1925. 


They cover the latest available changes in 
Shipping Information—important to you. 


This regular service makes THE SHIPPERS’ 
GUIDE reliable, accurate, complete—the recog- 
nized Standard for Shippers for over 50 years. 


Let The Shippers’ Guide work at your right 
hand. It covers information for all towns in 
the U. S8.—thousands in Canada, on Freight 
and Express Shipping; for mailing and tele- 
graphing. Prepaid freight stations are desig- 
nated. Shows all inland towns as well as rail- 
road points. 
PUBLISHED BY 


The Shippers’ Guide Co., Inc. 


CHICAGO NEW YORK 
525 Plymouth Court 15 Park Row 


ST. LOUIS 
508 Olive Street 


United Fruit Company 


General Offices, One Federal Street, Boston, Mass. 


STEAMSHIP SERVICE 


REGULAR FREIGHT SAILINGS 
FROM 


New York, Boston and New Orleans 
TO 


Havana and Santiago, Cuba 


JAMAICA COLOMBIA 
Cart 
eg Pumsee Cuduentin 
Jamaica Outports Santa Marta 


CANAL ZONE COSTA RICA 


Port Limon 
Cristobal ALSO 
PANAMA Ports of Guatemala 


and British an 
Bocas del Toro Spanish Honduras 
Through Bills of Lading issued via Cristobal to West Coast Ports 
of South America, Central America and Mexico. 


For rates and other information, address 
17 Battery Place New York, N. Y. 
321 St. Charles Street New Orleans, La. 
Long Wharf ton, Mass. 
Marquette Building Chicago, IIl. 
Huff Shipping Agency San Francisco, Calif. 


DENVER, COLORADO 


FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 
Receipts Issued. The Weicker Transfer & Storage Company. 


1,500,000 SQUARE FEET 


OF 


Modern Fireproof Warehouse Space in Los Angeles and at the Port 
of Los Angeles 
Free and U. 8S. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage 


Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 
Union Terminal Warehouse Corporation 


Shattuck & Nimmo Warehouse Company 
UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 


pACIFI¢ 


Gy canton: A} E 


Lr LIN 
DIRECT FREIGHT SERVICE 


Via Panama Canal 


REGULAR SAILINGS 


between 


NEW ORLEANS — MOBILE 
GALVESTON — HOUSTON 


and 


Los Angeles Harbor, San Francisco, Portland, 
Tacoma, Seattle and other Pacific Coast Ports 
ee Fo issued from Gulf Ports te Hawaii, Australia, New 

Indies, for Transshipment at San Francisco. 


Thaw hil of Ldn ren Pace Cast Parts to Macc Cabs, Pet 
Rico, West Indies, Central America, South America, Europe. 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 
GENERAL GULF AGENTS 
424 Whitney Central Building, New ner” La. 


Steele Bldg. SWAYNE & HOYT, Inc. loore St. 
Galveston, Texas 430 Sansome St., San Francisco, Cal. Now 4 York City 
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he said Omaha was conducting negotiations with the carriers 
along that line which held out promise of success, but that the 
order had tied up those negotiations. They would, he said, if 
successful, tend to carry out orders of the Commission. He 
said the Omaha Chamber of Commerce did not file a separate 
protest, but went along with the protest filed by the state of 
Iowa. He said the suspended tariffs would give Omaha a re- 
duction of four cents on steam coal from the Springfield-Belle- 
ville group and eight cents from southern Illinois. His under- 
standing was, he said, that no change would be made in the 
rates under attack in formal docket No. 15228, the Iowa com- 
plaint to which Mr. Henderson had referred as having been 
heard at great length by Attorney-Examiner Disque last June. 
Mr. Henderson had said that he was under the impression that 
when the reasonableness of existing rates was attacked the 
carriers would not undertake to increase those rates. 


NEW PARCEL POST RATES 


In a statement pointing out the changes in postal rates, 
effective April 15, under the postal pay-rate bill passed by the 
Sixty-eighth Congress, the Post Office Department, with réspect 
to changes in rates on third-class and fourth-class mail, said: 


Third-class Mail—Circulars and other miscellaneous printed mat- 
ter as well as merchandise. The rate is 1% cents for each 2 ounces 
up to 8 ounces. But the rate on books, including catalogues, of 24 
pages or more, seeds, cuttings, bulbs, roots, scions and plants is 1 
cent for each 2 ounces or fraction thereof up to 8 ounces. 

Fourth-class (Parcel Post) Mail—The same matter, weighing 
more than eight ounces, as handled in third-class mail. Limit of 
weight 70 pounds in first, second and third zones, and 50 pounds in 
all other zones. The present pound rates in the various zones have 
not been changed. 

A service charge of 2 cents in stamps, td be affixed to packages 
in addition to the postage, has been imposed for each parcel, except 
those collected on rural delivery routes. 

The act of February 28, 1925, offers a new and speedier service 
for parcel post which mailers may or may not purchase at their own 
option. This new service is designated a “special handling’’ service. 
Practically speaking, this service means that parcel post is to be 
handled, not as parcel post customarily is handled, but is handled as 
first-class mail. Its particular advantage applies mainly to its han- 
dling en route on railroads and other transportation facilities between 
the post office of dispatch and the post office of destination. It must 
be carefully distinguished from the “Special Delivery’ service, where 
the chief advantage applies after the arrival of mail at the post office 
of its destination. 

For this special handling of mail a charge of 25 cents will be im- 
posed in addition to the regular postage and 2-cent service charge. 

Mailers of perishables such as meats, vegetables, fruits, flowers, 
etc., will have, under the new law, the privilege of purchasing ‘‘spe- 
cial handling’ service, together with ‘special delivery’ service, in 
case the mailers themselves consider that the commodity which they 
are omen | justifies the expenditure. If the mailer decides not to 
purchase t e special handling and special delivery stamps, his con- 
signment will be handled as ordinary parcel post is customarily 
handled. 

Under the new law domestic third-class and fourth-class (parcel 
post) mail may be insured against loss, rifling or damage in an 
amount equivalent to its actual value as follows: 

For indemnification not to exceed $5, fee increased from 3 cents 
to 5 cents; for indemnification not to exceed $25, fee increased from 
5 cents to 8 cents; for indemnification not to exceed $50, fee un- 
changed at 10 cents; for indemnification not to exceed $100, fee 
unchanged at 25 cents. 

Upon request and payment of a fee of 3 cents the sender of an 
insured article will receive a return receipt showing to whom and 
when the article was delivered. 

Domestic third-class and fourth-class (parcel post) mail may be 
sent collect-on-delivery, the price of the article and the charges 
thereon, including, if desired, postage and fee prepaid, being returned 
to the sender for the following fees: 

Collections of not to exceed $10, fee increased from 10 cents to 
12 cents; collections not to exceed $50, fee increased from 10 cents to 
15 cents; collections not to exceed $100, fee unchanged at 25 cents. 

Under the new law there will be no change from the present 
10-cent charge for special delivery of letters and for packages of less 
than two pounds. Mail weighing more than 2 pounds and not more 
than 10 pounds will require a special delivery stamp of 15 cents 
instead of 10 cents. A charge of 20 cents for a special delivery stamp 
on mail weaning more than 10 pounds, instead of 10 cents, will be 
imposed under the law effective April 15. 


ROUTING SHIPMENTS TO CUBA 


“Several instances, where instructions regarding the ship- 
ment of merchandise to Cuba were entirely disregarded or where 
no instructions were given and shipments consequently were 
routed in such a way as to cause inconvenience, delay, and 
unnecessary expense, have recently been brought to the atten- 
tion of the American consul at Cienfuegos,” says Consul Frank 
Bohr, Cienfuegos, Cuba, in a report published by the Depart- 
ment of Commerce. Continuing, the report says: 


In certain cases the wishes and interests of the consignee were 
subordinated to the convenience of the shippers or the interests of 
the forwarders who desired to use their own agencies or representa- 
tives in Cuba; in other cases the improper routing seems to have 
been caused by inexperience of shippers or forwarders. 

The advisable procedure in routing shipments is to send them 
as directly as possible. Facilities exist for direct and regular ship- 
ments from the United States to the three principal customs ports 
in the consular district of Cienfuegos—Cienfuegos, Caibarien, and 
Sagua la Grande—but not to minor ports and small interior cities. 
Shipments to the latter destinations should be sent via the Cuban 
ports that are most convenient to consignees. 

As a rule, shipments of mailable merchandise from the United 
States to the customs ports of Cienfuegos, Caibarien, Sagua la 
Grande, Trinidad, and Tunas de Zaza are sent by registered mail 
rather than by express. Besides expediting delivery, this method of 
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shipping has an advantage in that the customs service maintains 
offices in the post offices, and consignees can therefore clear their 
shipments without employing customs brokers. 

Considerable merchandise from the United States is also re. 
ceived by mail at interior points within the Cienfuegos consular dis. 
trict. Shipments to some 60 cities and towns near Cienfuegos arg 
entered at customs ports and then forwarded to the outlying cities 
and towns for delivery. Shipments sent by express are generally 
entered at Habana or some other distant port, often to suit the cop. 
venience of particular express companies, and additional charges fo; 
customs brokerage and other expenses are invariably assessed. 


FLORIDA COMMISSION COMPLAINT 


The Trafic World Washington Bureay 


The Florida railroad commissioners have prepared a con. 
plaint against substantially, if not all the railroads in the coun. 
try, under the title, Railroad Commissioners of the State of 
Florida vs. Aberdeen & Rockfish et al., alleging unreasonable 
rates and charges on citrus fruits, vegetables, melons, pine. 
apples and berries, for transportation from all points of origin 
in Florida to all destinations in the United States and Canada 
to which the carriers publish through, joint or proportional 
carload rates. 

Low and varying carload minima are alleged to be the 
cause of some of the rates and charges to which the Florida 
officials object. Therefore, to bring about increased loading 
and uniform minima, they also ask for a general investigation 
of the minima questions; all with a view to establishing just 
and reasonable rates and minima. 

The complaint alleges that the rates are, in and of them 
selves, unreasonable, and when compared with rates on citrus 
fruits from California, moving, as they allege, under less favor- 
able transportation conditions than prevail from Florida, are 
also unjust and unreasonable in violation of the first section. 

As to citrus fruit minima, the Florida complainants allege 
the Florida fruits will readily load 360 crates to the car, 
whether moving under refrigeration or ventilation, instead of 
only 300 crates, as the tariffs now provide. Like allegations 
pertaining to berries, vegetables and melons, varying in details 
to cover the different kinds of traffic, are also contained in the 
complaint, with the end in view of having the minima changed 
to enable the Commission, if the carriers will not act volun 
tarily, to give rates the complainants will regard as reasonable. 


COMMERCIAL AVIATION 


“The initial move in what is generally considered to be 
the most forward step in commercial aviation in this country 
was taken April 13 by Postmaster General New when he issued 
regulations governing the letting of contracts to transport mail 
by air, carrying out recent legislation in which the Postmaster 
General is authorized to contract for all mail service,” says 
the Post Office Department in a statement continuing as fu:lows: 


Department officials and air mail enthusiasts throughout the 
country are in accord in the belief that the operation of the new law 
will place America on a par with commercial aviation abroad which 
in most cases is heavily subsidized by the various European govern- 
ments. . 

Under the law, in addition to mail, contractors on air mail routes 
will be permitted to transport passengers, express packages, and 
freight. The act authorizes postage rates of not less than 10 cents 
an ounce or fraction thereof and provides that not less than four- 
fifths of the total postage derived may be paid to the contractor. 

The first step in bringing contract air mail routes into existence 
will originate with postmasters who by petition showing the need for 
the establishment of contract air mail routes between different cities 
will call the attention of the Post Office Department to such routes. 
The Postmaster General after considering the petitions will advertise 
for bids in his discretion. ‘ 

Three major requirements will be kept in mind in the awarding of 
contracts—first, reliability and responsibility of bidders; second, fiying 
equipment and third, flying experience of the organizations. 

Contractors must be American citizens and corporations must, 
furnish evidence to show that at least 75 per cent of the companys 
stock is American owned. Only aircraft manufactured in the United 
States may be used. Location of landing fields will be subject to 
approval by local postmasters and the Post Office Department. 

Each contractor must obligate himself to the government for 
faithful performance, either by personal surety or acceptable bond for 
not less than $10,000 on each contract. ; 

Such land light houses, emergency landing fields, radio stations, 


other means of communication, and other aids to navigation as may - 


be necessary for the proper navigating of aircraft of these contractors, 
must be provided for by the contractor. ; 
Only mail having special air mail postage affixed will be carried 
on the contract routes. Special postage rates for the service will be 
10 cents for each ounce or fraction thereof on routes of 1000 miles or 
less; 15 cents on routes over 1000 miles and less than 1500 miles and 


20 cents on routes over 1500 miles, direct air mileage to control in each 
case. 


A copy of the regulations will be sent to each member of Congress 
and to every person or organization making inquiry.” 


STOCK DIVIDEND APPROVED 


On reconsideration, the Commission has authorized the New 
Jersey, Indiana & Illinois Railroad Company to issue $256,639.15 
of capital stock, $44,100 of said stock to be delivered to the 
Wabash Railway Company at par for advances of a like amount, 
and $212,539.15 thereof to be distributed as a dividend to the 
Wabash. Action was deferred on that part of the companys 
application requesting authority nominally to issue $18,360.85 
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TRIPP WAREHOUSE COMPANY 


Indianapolis, Ind. 





Merchandise Storage and Distribution 
Prompt and Efficient Handling of Pool Cars 
Centrally Located in Shipping District 
Insurance Rate, 18 cents per $100.00 
Motor Truck Delivery 
Service that Satisfies 


Aan eR mMY 


Capacity 80,000 Square Feet 


POOL CAR DISTRIBUTION 
STORAGE 


Free Switching From All Lines 


Merchants Southwest Fireproof Warehouse Company 
1 East Grand Avenue 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New Yerk, Philadelphia, Baltimere and Norfelk to Los Angeles 
San Francisco, Portland, Seattle and Tacema 


WESTBOUND SAILINGS 
NEW YORK 
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Through bills of lading issued for transshipment at San Franeisee 
to Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 


SAN FRANCISCO LOS ANGELES 
SANTA ROSA ........... April 23 April 25 
SANTA MALTA.......... May 7 May 9 
— 5 ee May 7 May 9 


assenger steamer calling at Manzanillo, San Jose de Guatemala, 
La Litera C Cerinto, Canal Zone, Havana (Eastbound). 


Fares to Les Angeles or San Francisco, First Class, $250, $278 and $306 
PANAMA SERVICE 


Between San Francisce, Les Angeles, Mexico, Central America and Canal Zone 


S.S. CORINTO eails from San Francisco April 14 
S.S. CITY OF PANAMA sails from San Francisco April 23 


PACIFIC MAIL 5. 5S. COMPANY 


10 Hanever Square, N: 608 California St., San Francisce 
605 how Bldg., Les Angeles, Calif. 


ALSO OFFICES IN 
Soattie. Secaihianeneeoamabnines Hoge “Bide. Wilmington, Del., a 
Balti: .-Equitable Bldg. Norfolk, Southgate Fwd. & Stge. 
Pittsburgh, “410 ‘state Theatre Bldg. Chicago....327 South La Salle Ze 
Philadelphia..... 240 Bourse Bldg. Cincinnati......... Gwynne Bidg. 





renames || TRAFFIC 
THE | KEY MAPS 


. With Postal Unit System 
applied quickly and 
definitely locating 
each place 


| Reference Numbers 
WASTE TIME 
We eliminate them 
1355 pages of vital 
shipping information 


INTERNAT JONAL Gl 


9 
5 Pl BLISHING COMPANY =. BY 


All information of a shipping 
nature for any town 


All Shipping Information in One Volume 


with Quarterly Supplements thereto 
Only one Supplement in effect at any time 


A request on your letterhead will put this guide 
on your desk on five days’ approval 


Representatives with traffic experience wanted everywhere 


International Guide Publishing Co. 


INCORPORATED 


805-807, Phoenix Building Minneapolis, Minn. 
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of capital stock, until the actual issue of the stock may be con- 
templated. 


The report said that carrier, in the original application, had 
asked for authority to issue $275,000 of capital stock, and that 
this application was granted in part by am order of April 15, 
1924, 86 I. C. C., 718, authorizing the applicant to issue $44,100 
of capital stock to the Wabash in satisfaction of indebtedness 
to the Wabash on account of certain advances for capital pur- 


poses. The proceeding was reopened upon petition for further 
hearing. 


The applicant, the report continued, owns a line of railroad 
approximately 11.5 miles in length, which extends from South 
Bend to Pine, Ind., where connection is made with the Wabash. 
The line was built in 1904 and 1905, construction costs being 
financed by the issue of all of the $100,000 of capital stock then 
authorized and $250,000 of 5 per cent first lien mortgage bonds, 
due July 1, 1934. The applicant’s outstanding capital stock was 
acquired by the Wabash March 1, 1920, the report said. The 
lines of the applicant and the Wabash have been operated since 


that time as a single system under common control and manage- 
ment. 


On August 1, 1905, the report continued, the applicant’s in- 
vestment in road and equipment appears to have been $346,- 
754.83. The balance sheet as of June 30, 1922, showed invest- 
ment in road and equipment amounting to $628,362.93, which 
was supported by a schedule of expenditures aggregating $281,- 
608.10 made for additions and betterment in the period from 
August 1, 1905, to June 30, 1922. The applicant stated that these 
expenditures were made from undistributed net income, repre- 
sented on June 30, 1922, by a credit balance of $212,539.15 in 
profit-and-loss account, and from advances by the Wabash, for 
which the applicant is indebted to that company in the sum of 
$44,100. In the period referred to dividend appropriations of 
income amounted to $12,000. Continuing, the Commission said: 


The proposal of the applicant is to issue $275,000 of capital stock 
in respect of the $281,608.10 expended for extension and improve- 
ment of its properties, for the purpose of liquidating its indebtedness 
to the Wabash and reimbursing its treasury for the expenditures from 
income for permanent investment. It is proposed that $44,100 of the 
stock be delivered to the Wabash in satisfaction of the indebtedness 
in that amount. This proposition we have heretofore found to be 
in the public interest and approved by our order of April 15, 1924, 
supra. It is further proposed that $212,539.15 of the stock to be 
distributed as a dividend, the Wabash, as sole stockholder, being 
the only beneficiary, and that the remaining $18,360.85 of the stock 
be deposited in the applicant’s treasury. The property of the latter 
propositions is the subject of our present inquiry. 

Counsel point out that the application herein is based on the 
situation of the applicant on June 30, The proposed stock 
dividend is equivalent to the applicant’s entire corporate surplus, 
consisting of the credit balance of $212,539.15 in profit-and-lass ac- 
count, shown in the balance sheet as of that date. Actual issue 
of the $18,360.85 of stock proposed to be deposited in the applicant’s 
treasury would therefore result in a corporate deficit in a correspond- 
ing amount. The purpose of the request for authorization of the nom- 
inal issue of this stock would seem to be to secure our decision on 
the basis of issue in conjunction with the rest of the proposed stock, 
leaving for future determination only the questions of terms and 
purposes of actual issue. The granting of authority for the proposed 
nominal issue of stock was not urged at the argument. In view of 
the circumstances, action upon that part of the application request- 
ing authority for the issue of $18,360.85 of capital stock will be deferred 
until actual issue of the stock may be contemplated. 


It is contended on behalf of the applicant and the Wabash that 
it is compatible with the public interest for railroad companies, 
so far as they are able, to finance the cost of additions and better- 
ments from income and to finance capital requirements by means of 
stock issues rather than from the proceeds of bonds or other in- 
terest-bearing evidence of indebtedness. It is also contended that 
the Wabash should receive benefit from the policy of appropriating 
income for improvement of the transportation facilities of the ap- 
plicant; that stock received as a dividend is of real benefit because 
current assets are thus made available; and that it is compatible 
with the public interest both for the Wabash to have in its treasury 
assets available for use as collateral at times when temporary financ- 
ing is deemed preferable to the issue of stock or bonds, and to have 
reflected in its accounts the prosperity of its subsidiary brought 
about by the policy of reinvesting income. 


It is further contended that there is no warrant under section 
20a for discrimination between applicant railroad companies ac- 
cording to stock ownership; that the public interest is not con- 
cerned with separate or united financing by companies comprising 
a system, but with the most profitable and economical manner in 
which the financing may be accomplished; and that there is no pro- 
vision under existing law for unit applications by all the members 
of a system. 

There is merit in some of these contentions. Unquestionably, 
the reinvestment of income and the use of stock for capital needs 
are in consonance with a wise policy, advantageous alike to public 
and private interest. Likewise, the resultant sacrifice sustained by 
stockholders from the foregoing of dividends is entitled to recogni- 
tion. But it cannot be said that in the performance of the broad 
— imposed upon us by the statute we must confine our in- 
vestigation and consideration to the effect of proposed issues upon 
the carrier immediately involved. In any application to us for au- 
thority to issue securities we are bound to measure the proposal by 
the test of public interest in whatever phase that interest may appear 
to be affected. Consequently, it is especially pertinent to our inquiry 
that any other carrier may be affected, beneficially or adversely, 
by the thing proposed to be done. Moreover, consideration of the 
relationships existing between applicants and other carriers may 
militate in favor of the course of financing proposed, as in the 
present case, where tests otherwise applicable may appropriately 
be disregarded. 

Nevertheless it must be recognized that the applicant is a dis- 
tinct entity, vested with the title to its property and with the power 
to alien and encumber that property. If the proposed issue of stock 
is for a lawful object within the corporate purposes and otherwise 
meets the requirements of the statute, the identity of control and 
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management which exists between the applicant and the Wabash 
would not appear to be controlling. 

Our valuation of the properties of the applicant has not been 
completed. From the applicant’s balance sheet as of June 30, 1922, 
capitalizable assets and capitalization may be stated as follows: 
Investment in road and equipment............ccccecececcecs $628,362.93 
Less depreciation of equipment 


Soro x: Mivkn aca e/arolaabciaterete ai aierea stata 11,132.36 
Outstanding Capital stOGK  ..6.. i cccccccwccccees $100,000.00 617,230.57 
CURBISIIGI GOTUIGL BIOS <a nice ic ciciccisccssccsiesscnennes $100,000.00 
I no oes oie scence oe ween eeee 250,000.00 
ere eer rer Cen tee 256,639.15 606,639.15 





Net excess of capitalizable assets over capital 
MUNDY. os c\urucgi ale wie: @-anenaieic(ois eo arulc eaassle oi seta oe oleae tic eI 10,591.42 


The financial position of the Wabash has not been developed in 
the record, but it was stated that an assumption that the system 
as a whole would not be authorized in making the proposed increase 
in capitalization, would not be correct; also, that the Wabash has 
—_ a limited amount of collateral available for use in obtaining 
oans. 

In view of the further representations made to us in this pro- 
ceeding, we are of opinion that the applicant should be permitted 
to deliver $44,100 of the proposed stock to the Wabash in satisfac- 
tion of the indebtedness for advances used for capital purposes and 
to issue $212,539.15 thereof as a stock dividend. 

Commissioner Eastman noted a dissent. 


_ Loss and Damage Decisions 


| 
Cases Recently Decided by State and Federal Courts | 
| 


H ’ \ 
(Digests taken from Reporters and Digests of National Reporter t 
| System, published by West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


Common Carrier of Goods Cannot by Contract with Owner Limit 
Its Liability for Loss or Damage: 


(Supreme Court of Appeals of West Virginia.) A common 
carrier of goods cannot, by contract with the owner, limit its 
liability for loss or damage to the lading due to its negligence.— 
Carman vs. Virginian Ry. Co., 126 S. E. Rep. 567. 

Damages to Goods in Transit Presumed by Carrier’s Negligence: 

Where the goods are in first-class condition when delivered 
to the carrier and are afterwards delivered by it to the con- 
signee in a damaged condition, they are presumed to have been 
damaged by the carelessness or negligence of the carrier.—Ibid. 
Limiting Carrier’s Liability to Declared Value of Property Can 


Be Done Only by Contract Fairly Made to Determine Valua-’ 


tion on Which to Base Rate: 

Assuming that the carrier’s liability may be limited to the 
agreed or declared value of the property, in case of loss or 
damage through its negligence, this can be done only by special 
contract fairly made for the purpose of determining a valuation 
upon which to base the rate.—lIbid. 


In Action for Failure to Notify Him of Arrival of Goods, Evi- 
dence Held to Support Verdict for Consignee as Against 
Contention That Peremptory Instruction Should Have Been 
Given: 

(Supreme Court of Arkansas.) In action by consignee 
against a carrier for damages for failure to notify plaintiff of 
arrival of bales of cotton sheeting, testimony that no notice had 
been received held to support verdict for plaintiffs, as against 
contention that peremptory instruction for defendant should 
have been given.—St. Louis Southwestern Ry. Co. vs. T. F. 
Moody & Co., 268 S. W. Rep. 14. 


No Reference Without Consent Unless Authorized by Statute: 

(Kansas City Court of Appeals. Missouri.) No case can be 
referred without consent unless it is expressly authorized by 
Revised St. 1919, Section 1426—Klingenberg et al. vs. Davis, 
Presidential Agent, 268 S. W. Rep. 99. 


Counts in Petition for Loss of Grain Held to State Separate 

Causes of Action Ex Delicto: 

In action by shipper against carrier for loss of grain, where 
petition did not allege a contract and consisted of 18 counts, 
each based on a separate shipment, and each count separately 
stating facts out of which defendant’s common-law duty arose, 
the breach thereof, and damages arising therefrom, held that 
each count stated a separate cause of action ex delicto.—Ibid. 
No Compulsory Reference in Tort Case: 


An action for damages in tort cannot be compulsory re 
ferred.—Ibid. 


Petition Based On 18 Separate Counts Each Alleging Action 
Ex Delicto Held Not to Involve “Long Account” Justifying 
Order of Reference: ( 

An action against carrier for loss of grain during shipment, 

in which petition consisted of 18 counts, each based on 4 

separate shipment and each alleging a cause of action ex delicto, 

damages not being liquidated and there being no items either 
of debit or credit to be applied, held not to involve “long 


account,” within meaning of Rev. St. 1919, Section 1426, subd. 1. 
—Ibid. 
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MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


S.S. THOMAS P. BEAL 
Baltimore April 18 


New York 
Sailings every two weeks thereafter 
DIRECT TO 


LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Throygh Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


MUNSON STEAMSHIP LINE 


New York 
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California 


1 5 da S Fastest Service by Sea 
y Passenger and Freight 

Itinerary: New York — Havana — Panama Canal— 
Balboa — §an Diego (Westbound) — Los Angeles — San 
Francisco. 

Through Bills of Lading to or from other Pacific Coast 
ports; also European, West Indian, Canadian, Hawaiian, 
Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refriger- 
ator cargo. 

Proposed Sailing Dates 


Westbound from New York Eastbound from San FranciscomLos Angeles 


S.S. Finland, Apr. 30 S.S. Manchuria, Apr. 25 Apr. 27 
S.S. Manchuria, oa 21 My . ne ae i ay 9 ay 11 
S.S. Mongolia, June 11 Finland, May 23 May 25 





PANAMA Paciric Loe 


; & Munson Building, 67 Wall St., New York 


Branch O INTERNATIONAL M 
Chicago, St. Louis, Pitecbergh, Baltimore, ERCANTILE Manines COMPANY 
Philadelphia, Mobile, New Orleans Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago, 327 So. La Salle St. Boston, 84 State Street 


Philadelphia, Bourse Baltimore, Chamber of Commerce Bldg. 


McCORMICK STEAMSHIP (CO. 


GENERAL PACIFIC COAST AGENTS 





Ship by Water 


*‘DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 


Thrufbills of lading issued to all other Pacific . 


st Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply te 


WILLIAMS STEAMSHIP CO., Inc. 
Moore mag oe Streets, New York, Telephone ames ~— 7394 


= Sat Ore een meng hy OF A 


Offices at ports ef call, etc. 


Bldg. 
Rochester, Ellwenger & ary Bidg. West Coast Agents, Pacific Steamship So. 


SXEAN 


y) Dollar Line 


The magnificent new fast PASSENGER 
and CARGO Steamship 


“PRESIDENT ADAMS” 


Sailing from NEW YORK April 30, 1925 
(Pier 22 and 23, New York Dock Co., Brooklyn, N. Y.) 

For Havana, Colon, Balboa, Los Angeles, 
San Francisco, Honolulu, Kobe, Shanghai, 
Hongkong, Manila, Singapore, Penang, 
Colombo, Suez, Port Said, Alexandria, Naples, 
Genoa, Marseilles, Boston and New York 


Direct Sailings also to Java Ports 


THROUGH BILLS OF LADING—For the convenience of Exporters and Importers, 
through bills of lading will be ws at oN cap of shi; je from all interior points 
in the United States and Canada from for ports to — 
destinations in the United States aa ren norte via New York, m, San Fran- 


cisco or Vancouver. 
Dependable Service Regular Sailings Unsurpassed Facilities 


For all information as to rates and space, apply to any of offices named below. 


DOLLAR STEAMSHIP LINE 


NEW YORK CITY CHICAGO, ILL. 
15 Moore Street 112 W. Adams St., Cent. 0906 
SAN FRANCISCO. . . .Robert Dollar 
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Character of Market Reports Should Be Established Before 
Made the Basis of Opinion as to Market Value of Grain: 

In action for loss of grain during shipment, permitting wit- 
ness to state market prices, not from his own knowledge or 
experience but from reports, price lists, etc., without introduc- 
ing such market reports in evidence or establishing their _ 
acter, was improper.—Ibid. 

Measure of Damages for Goods Lost in Transit Stated: 

The measure of damages for goods lost in transit, in either 
interstate or intrastate shipment, is the value thereof at the 
time when, and place where they should have been delivered less 
freight charges if not already paid.—Ibid. 

Notice of Claim in Any Form Amounting to Demand for Com- 
pensation for Loss or Giving Notice of Intent to Claim It Is 
Sufficient: 

(Court of Civil Appeals of Texas. Waco.) In absence of spe- 
cific requirement as to character of claim required by bill of 
lading to be filed within specific time, any form which amounts 
to a demand for compensation for loss sustained or gives notice 
of intent to claim compensation is sufficient—-Payne, Agent, et 
al. vs. Smith, et al., 268 S. W. Rep. 243. 

Legal Effect of Informal Claim Not Destroyed by Subsequent 
Filing of Formal Claim: 

Legal effect of informal claim for loss, filed within time re- 
quired by stipulation in bill of lading, is not destroyed by sub- 
sequent filing of formal claim giving additional information. 
—lIbid. 

What Constitutes Reasonable Time for Delivery of Shipment 
Within Rule as to’ Time for Filing Claim Depends on Par- 
ticular Facts: 

What constitutes reasonable time for delivery of shipment 
within rule as to time for filing claim for loss depends on facts 
and circumstances in particular case.—Ibid. 


That Time for Transporting Shipment Was Unusual Does Not 
Conclusively Show It Was Unreasonable: 
That time occupied in transporting and delivering particular 


shipment is unusual does not conclusively show tal it was 
unreasonable.—Ibid. 


Where Court’s Finding is General, Every Issuable Fact Must Be 
Considered Found in Favor of Prevailing Party, if There 
is Evidence to Support it: 

Where finding of court in favor of litigant in general, every 
issuable fact must be considered found in his favor, if there 
is any evidence to support such finding.—Ibid. 

In Reviewing Sufficiency of Evidence to Sustain Finding, it Must 
be Considered in Light Most Favorable Thereto: 

In reviewing sufficiency of evidence to sustain finding, it 
must be considered in light most favorable thereto.—Ibid. 
That Letters Demanded Delivery of Shipment or, in Alternative, 

Payment of Its Value, Held Not to Defeat Their Efficacy as 

Written Claim: 

That letters demanded delivery of shipment or, in alter- 
native, payment of its value, held not to defeat their efficacy 
as a claim in writing within stipulation in bill of lading requiring 
claim within particular time.—lIbid. 


Evidence Held to Sustain Finding Formal Claim Was Filed 
Within Time Required: 
Evidence held to support finding that formal claim for lost 
shipment was made within 6 months after reasonable time for 
delivery had elapsed.—Ibid. 


DELAY IN TRANSPORTATION OR DELIVERY 


Delivering Carrier Liable for Delays on Own Line: 

(Court of Appeals of Maryland.) Delivering carrier is liable 
only for delays on its own line.—Pennsylvania R. Co. vs. Walker, 
et al., 128 A. Rep. 45. 

Plaintiff Must Prove Delay Before Carrier Has Burden of Jus- 
tifying Time or Providing That Delay Did Not Cause 
Damage: 

Plaintiff must prove delay before carrier has burden of 
— its time or proving that delay did not cause damage. 
—lIbid. 

Evidence Held Insufficient to Create Issue as to Delay in Trans- 
portation: 

In action against delivering carrier for damage to cabbage, 
in which the evidence showed that shipment wag held up one 
whole day for icing, reclassification, and forwarding, but did 
not show that faster time could have been made, refusal of 
instruction that there was no legally sufficient evidence that 
damage was due to delay held reversible error.—lIbid. 
baat iH +4 Carrier Liable Only for Damages Caused on Own 

Line: 


Delivering carrier was liable only for damages caused on 
its own line.—Ibid. 
Not Insurer of Arrival of Perishable Freight in Good Condition: 
Carrier was not insurer of arrival of cabbage in good condi- 
tion, but was liable only for failure to use reasonable care, 


since such freight deteriorates from cause not within carrier’s 
control.—Ibid. 
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Required to Prove Exercise of Due Care in Transportation of 

Perishable Freight Shipped in Good Condition: 

If freight is shipped in good condition, loaded, and ready to 
stand the trip, if kept iced with due care, damage found on 
arrival at destination is chargeable to delivering carrier, unless 
it can show that it did exercise due care.—Ibid. 


Delivering Carrier Required to Prove That It Provided Required 
Ice or That Damage Would Have Resulted, Notwithstanding 
Failure to so Do, Though Car Was Not Iced When Trans 
portation Began: 

If there was no ice in bunker of car containing cabbage on 
arrival at destination, carrier was required to prove that it 
provided all the icing that shipment would ordinarily require 
or that damage would have resulted notwithstanding failure 
to so do, though bill of lading showed that transportation began 
on initial carrier’s road without ice.—Ibid. 

Prayer for Instruction as to Carrier’s Duty as to Keeping Cab. 
bage Properly Iced Held Properly Rejected: 

In action against delivering carrier for damage to cabbage, 
rejection of prayer exonerating delivering carrier, if it iced 
car fully at only ice statiotn along route, though car was without 
ice on arrival at destination, held proper, in that it assumed 
that carrier exercised due care by merely providing ice at such 
point, and was predicated on inconsistent facts and therefore 
confusing.— Ibid. 

Carrier’s Duty as to Icing of Car Stated: 

Carrier was not required to give carload of cabbage extraor- 
dinary treatment by providing ice at places where ice was 
not ordinarily needed, but, having undertaken to haul the re- 
frigerated freight, was required to provide icing ordinarily 
needed for such shipment.—lIbid. 

Sustaining Demurrer to Complaint Not Final Order: 

(Supreme Court of Arkansas.) Sustaining demurrer to 
complaint is not final order from which appeal can be taken, 
where plaintiff does not stand on sufficiency of complaint.— 
Temple Cotton Oil Co. vs. Davis, Director General of Railroads, 
et al., 268 S. W. Rep. 38. 


Court May Limit Time for Filing Amended Complaint: 

Although plaintiff has statutory right, under Crawford & 
Moses’ Dig., Section 1191, to amend his complaint, if demurrer 
is sustained to it, it was not abuse of discretion to limit time 
for filing to 30 days. —Ibid. 


Striking Amendment for Delay in Filing Not Abuse of Discre- 
tion When No Excuse Offered Until After Final Hearing: 
Striking amended complaint for failure to file within time 

limit was not abuse of discretion, where no excuse for the delay 

was offered on hearing of motion, though affidavit excusing 
delay filed after final ruling on motion.—Ibid. 

Offer to Join Necessary Party Plaintiff After Expiration of 
Period Comés too Late: 

Where assignor of cause of action is necessary party 
plaintiff by reason of Crawford & Moses’ Dig. Section 1090, 
which requires that assignor be joined where assignment is 
not authorized by statute, cause of action is barred where offer 


to join assignor is not made until after period of limitation. 
—Ibid. 


Allegation That Suit for Damages for Delay in Transportation 
Was Suit on Assigned Bill of Lading Not Read Into Com- 
plaint: 

In suit by assignee of cause of action for damages to goods 
resulting from delay in transportation, where complaint did 
not allege suit was on bill of lading assigned to assignee, such 
allegation could not be read into complaint even under liberal 
construction of pleadings required by Code.—lIbid. 

Assignor of Cause of Action Against. Carrier Held Necessary 
Party: 

In action by assignee of cause of action for damages to 
goods from delay in transportation, action not being based on 
bill of lading assigned to assignee, assignor was necessary party 
under Crawford & Moses’ Dig. Section 1090, whether action was 
based on contract of violation of public duty. —lIbid. 

Railroads Not Insurers Against Delay, But Must Exercise Reason- 
able Diligence: 

(Court of Appeals of Kentucky.) Railroad companies are 
not insurers against delay in shipment of freight, but are re 
quired to exercise reasonable diligence to forward same with 
dispatch.—Maloney vs. Cleveland C. C. C. & St. L. Ry. Co., 268 S. 
W. 1108. 

Company’s Schedule Not Conclusive as to Reasonableness of 
Time of Delivery: 

Company’s schedule is not conclusive as to whether delivery 
was made within reasonable time.—lIbid. 

Reasonableness of Time Goods Were in Transit Question for 
Jury: 

In action against carrier to recover for loss through fall of 
market of carload of eggs delivered sixth day after shipment 
due to holiday congestion at terminal, when schedule called for 
delivery on fourth day, held, question for jury presented on issue 
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Mobile Oceanic Line 


U. S. Government Vessels 


LINER SERVICE 


FROM 


MOBILE PENSACOLA GULFPORT 


HAVRE and ANTWERP 
US.S.B. S.S. WEST HIKA, sailing from Mobile April 25; 
sailing from Gulfport April 28; sailing from Pensa- 
cola April 29. 
LONDON 
US.S.B. S.S. EFFINGHAM, sailing from Pensacola May 
2; sailing from Gulfport May 6; sailing from Mo- 
bile May 12. 
BREMEN and HAMBURG 
U.S.S.B. S.S. AFOUNDRIA, sailing from Pensacola April 
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lexandria 


LoS ANGELES 
A First Class Hotel at Moderate Rates 


m=IHE ALEXANDRIA has been 
praised by travelers from all parts 
@O_| of the world for the magnificence 
of its appointments, the comfortable and 
thoughtful service afforded guests, and for 


the excellence of its meals. 


















25; sailing from Gulfport April 28; sailing from 
Mobile May 5. 
LIVERPOOL and MANCHESTER 
U.S.S.B. S.S. COAHOMA COUNTY, sailing from Pensa- 
cola April 29; sailing from Gulfport May 1; sailing 
from Mobile May 6. : Theatres 


Rates per Day, single, European Plan 


$2.50 to $4.00 
3.50 to 5.00 
6.00 to 8.00 


120 rooms with running water 
The center for 220 tooms with bath 
160 rooms with bath 


ROTTERDAM and HAMBURG Banks, Shops Double, $4.00 up 
U.S.S.B. S.S. WEST HARDAWAY, sailing from Pensa- — d beautiful d sui 
cola May 5; sailing from Gulfport May 8; sailing Also a number o arge an peaut rooms an suites, 
from Mobile May 14. some in period furnishings with grand piano, fire place 
e a . Sian and bath, $10.00 up. 
Mobile Oceanic Line for Booklet?’ Large and well equipped sample rooms. 
Operated for RANCHO GOLF CLUB 
: iDni ailable to all guests. 
United States Shipping Board a 
H. E. L 
by Waterman S. S. Corp., Managing Operators nena eal OS 
2 ) 17 x. 
Mobile, Ala. WN ere! 
O } webs eee SSS SS, = =a 
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Glacier 


Go to Glacier Park this summer and refresh your soul. Here the Rockies 
surge and toss in the wildest and grandest confusion of mountain grandeur 
in America. The mountain sheep pose at the edge of space, and the 
Blackfeet Indians pitch their tepees where their forefathers have lived 
for centuries. 


Two weeks or even less in Glacier 


will re-make you 


Your Burlington tour to Glacier may embrace scenic Colorado without 
extra cost, and you may have a free side trip from Denver to Colorado 
Springs and return. For only $4.50 more your Glacier tickets may in- 
clude transportation to the gateways of the Yellowstone geyserland, 
embracing the world-famous Cody Road—90-mile scenic mountain high- 
way through the heart of the Buffalo Bill country. Stopovers anywhere. 


Two trains daily from Chicago to Glacier Park—one of them the new 
ORIENTAL LIMITED. 


Round trip 
excursion fare 
Chicago to Glacier 
and return 


$58.00 


P. S. EUSTIS 
fassenger Traffic Manager 
547 West Jackson Blvd. 
Chicago, Ill. 
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as to reasonableness of time of transportation and delivery. 
—Ibid 


BILLS OF LADING ° 


Buyers Held Not Entitled to Machinery Without Payment of 
Draft Attached to Bill of Lading and Execution of Notes 
for Balance of Price: ss 
(Supreme Court of Mississippi, Division B.) Where seller 

shipped machinery under contract providing for delivery on 

payment of specified amount and execution of notes for balance 
of price, and sent shipper’s order bill of lading attached to draft 
for such amount to bank, with directions to deliver bill of lading 
to buyers on their payment of draft and execution of notes, 
buyers were not entitled to machinery without payment of draft 
and execution of notes.—Austin Machinery Corporation vs. 

Clark-Hunt Contracting Co., 103 Southern Rep. 1. 

Measure of Damages for Wrongful Detention, Where Market 
Value Depreciated Because of Use, Wear, and Tear, Stated: 
Measure of seller’s damages for wrongful detention of 

dredging machine by buyers, who wrongfully obtained posses- 
sion, where machinery depreciated in market value because 
of use for period of detention and wear and tear incident to 
such use, was interest on market value of new machine from 
time it was taken to time it was redelivered and depreciation 
in market value on account of such use, wear, and tear, and 
not merely interest on purchase price during period of deten- 
tion.— Ibid. 

Allowance of Punitive Damages to Defendant Held Warranted: 
Where seller shipped machinery under contract providing 

for delivery on payment of specified amount and execution of 
notes for balance of purchase price, and sent shipper’s order 
bill of lading attached to draft for such amount to bank with 
directions to deliver to buyers on their payment of draft and 
execution of notes, and buyers obtained possession without pay- 
ment of draft and execution of notes in replevin suit, and pro- 
ceeded to use machinery, the jury in awarding seller damages 
for wrongful detention, would have been warranted in inflicting 
punitive damages.—lIbid. 

Court Cannot Compel Jury to Inflict Punitive Damages: 

Court cannot compel jury to inflict punitive damages.—lIbid. 












Shipping Decisions . 
Cases Recently Decided by State and Federal Courts 


| 

| 

(Digests taken from Reporters and Digests of National Reporter | 

System, published by West Publishing Co., St. Paul, Minn. j 
Copyright by West Publishing Co.) 


Dock Receipt Not Negotiable Bill of Lading: 

(Supreme Court, Trial Term, New York County.) Dock 
receipt is not in legal effect a negotiable bill of lading.—Neth- 
erlands Corporation for Oversea Trade, Inc., vs. Levant Amer- 
ican Commercial Co., Inc., 208 N. Y. Supplement 392. 


Limitation in Contract of Time for Bringing Action for Dam- 
ages Must be Specially Pleaded: 

(Circuit Court of Appeals, Ninth Circuit.) The defense that 
an action against a carrier for damage to cargo is barred by a 
limitation contained in the contract is waived unless specially 
pleaded.—Green Star S. S. Co. vs. Nanyang Bros. Tobacco Co., 
Limited, 3 Fed. Rep. (2d) 369. 

Defense of Limitation Held Waived: 

A carrier, by answering to the merits in an action for 
damage to cargo, without pleading a limitation of time to sue 
contained in the contract until 22 months later, held to have 
waived such defense.—Ibid. 
rate of Representative to Waive Limitation in Bills of 

ading: 

In bills of lading issued by a steamship company providing 
that no action for damages should be maintainable unless com- 
menced within three months after notice of the claim, a further 
provision, that “no agent or employee” should have authority 
to waive such limitation, held not to apply to a corporation 
which was the company’s general representative in a foreign 
port, so named in the bills of lading and recognized by it as 
having authority to receive notice of claims and act therein 
in its behalf, and the action of such corporation in receiving the 
claim and in stating to claimant that its settlement must await 
advice from the company’s main office, thus inducing delay until 
—— limit had expired, held a waiver of the limitation. 
Limitation of Time for Bringing Suit for Damage to Shipment 

Held Unreasonably Short and Invalid: 

A limitation in bills of lading of an American steam- 
ship company of three months for bringing suit for damage to 
cargo held unreasonable and invalid as applied to shipments 
from the United States to China.—Ibid. 

Owner Had Burden of Justifying Delay: 
(Circuit Court of Appeals, Fourth Circuit.) Owner, sued 
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by shipper for delay, due to taking of piece of machinery for 

use in another of owner’s vessels, had burden of justifying 

delay.—United States vs. Middleton et al., 3 Federal Reporter, 

2nd Series 384. 

Burden of Proof on Part of Owner, in Action for Delay Caused 
by Repairs, Stated: 

Owner, sued for delay because of repairs, was bound to 
show that repairs were necessary, that approximate time there. 
for could not have been ascertained before bill of lading was 
signed, that work of repair was entered on and transacted with 
due diligence, and part of delay for which it could not fairly 
be held answerable, if part of delay was excusable, and part 
not excusable.—lIbid. 

Evidence Held to Prove That Shippers Expected Immediate 
Shipment When They Put Cotton on Board Vessel: 

In suit for delay in transportation of shipment of cotton, 
evidence held to prove that shippers’ agents expected, imme- 
diate shipment when they put cotton on board vessel.—Ibid. 
Evidence Held Not to Prove Delay Because of Repairs Reason. 

able: 

In action for delay in transportation of shipment of cotton, 
evidence held insufficient to prove delay because of repairs 
reasonable.—Ibid. 

Failure to Repair Before Voyage Held to Deprive Owner of 
Right to Limit Liability and Render It Liable for Damage by 
Stranding and from Delay: 

Where vessel was stranded because of defective steering 
gear, and such defect manifested itself before vessel was put 
to sea, and owner did not use diligence to remedy the trouble, 
it was not entitled to protection of Harter Act (Comp. St. 
Section 8029-8035), and could be held liable, in a proper pro- 
ceeding, for physical damage to cargo done by stranding and its 
aftermath, as well as for any loss resulting from the additional 
delay caused.—lIbid. 

Broker, who Loaded Cargo on Ship After Expiration of Cer- 
tificate of Inspection, Held Not Liable to Owner: 

Broker, in loading goods on ship owned by government 
and operated by another, held required merely to act in good 
faith, and not liable to government on recovery by shipper 
from owner of damages for delay in shipment, merely because 
it knew certificate of inspection had expired, and knew that 
under government’s general policy, the operator could not trans- 
port goods from the particular port.—Ibid. 

Owner Bound by Bills of Lading Issued by Operator Pursuant 
to Authority from Owner: 

Government, having authorized operator of government- 
owned vessel to sign and deliver bill of lading, was bound by 
the bills issued.—Ibid. 

Owner Held Not Liable to Shipper’s Agent for Delay in Ship- 
ment: 

Delay in shipment did not render owner liable to shipper’s 
agents, who had no property at risk in the venture, on theory 
that, if venture had been successful, shipper would have been 
satisfied with its bargain, and would have done more business 
through agents, on which agents would have realized profit. 
—Ibid. 

Underwriters’ Petition of Intervention in Shipper’s Action 
Against Owner for Delay Held Not to State New Cause 
of Action: 

In shipper’s action against owner for difference between 
market value of cargo, if delivered in the ordinary course of 
transportation and the net sum received on resale necessitated 
by damage and delay, where both sides introduced evidence on 
question where stranding of vessel was due to unseaworthiness, 
underwriters’ petition of intervention, seeking amount paid by 
it to shipper, filed more than two years after cause of action 
arose, held not barred, since such petition did not state new 
cause of action.—Ibid. 

Measure of Damages for Delay in Shipment of Cotton Stated: 
Shipper’s measure of damages for delay in transportation 

of cotton is not merely interest on value of cotton during period 
of delay, but the difference between the market value at place 
of destination, when it should have been delivered, and what 
it brings in same market when delivery is actually made, with 
interest.—Ibid. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $7,894.73 is due the St. Louis & Hannibal Railroad 
Company in reimbursement of its deficit in the period of fed- 
eral control; that the carrier owes the government $4,000 on 
account of -traffic balances. etc., and that the net amount pay- 
able to the carrier is $3,894.73. 

The Commission has certified to the Secretary of the Treas- 
ury that $30,343.81 is due the Tooele Valley Railway Company 
in reimbursement of its deficit and that nothing is owing from 
the carrier to the government. 

The Commission has affirmed a previous finding that the 
Minneapolis, Northfield & Southern Railway is not entitled to 
benefit under section 204 of the transportation act. 


April 18 


a 
5 


ee eee ee ee | 


NEW 








April 18, 1925 


THE TRAFFIC WORLD 


1023 








You may be the man 


Somewhere there is a traffic manager, a sales 
executive, or a manufacturer who is faced with 
the problem of getting his perishable products 
to the point where it is sold without loss. 


It may be candy he wants to ship. Or fresh 
meat, fancy fruit, dairy products, mayon- 
naise — some perishable or semi-perishable 
product that is subject to damage or loss 
while in transit. 


If you’re that man, you'll find the answer to 
your ‘problem in Balsa Boxes, the new way 
to ship perishable goods. 


With this remarkable box you can discard your 
ice jackets, for Balsa isa wood that is 92% air 
and Balsa Boxes are nature’s own ‘‘vacuum 
bottles.”” They’re thick and strong, yet as 
light again as cork. And encircled as they 
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are with a strong steel band they are prac- 
tically proof against theft. 


With Balsa Boxes your shipping charges are 
reduced, your losses through spoilage and | 
rough handling cut out and container expense 
cut down, for Balsa Boxes are good for from 
seventy to one hundred and fifty trips. 


Write the office nearest you and ask for prices on 
Balsa Boxes made to your own specifications. 


THE FLEISCHMANN TRANSPORTATION COMPANY 


NEW YORK: 699 Washington Street 


Balsa Box Department 


BALTIMORE, BOSTON, BUFFALO, CINCINNATI, LANGDON, D.C., 


CHICAGO: 327 South La Salle Street 


PEEKSKILL, N. Y.,¥[SAN FRANCISCO, SEATTLE, ST.LOUIS 


MEMPHIS, TENNESSEE 


The Most Centrally Located Distributing Center 
in the United States 


Home of the Largest Merchandise Warehouses in the South 


THE MEMPHIS TERMINAL CORPORATION 


We Invite Storage of all Kinds of GENERAL MERCHANDISE 
POOL CAR DISTRIBUTION 


Warehouses of concrete construction, automatically sprinkled, lowest insurance 


rates. We operate our own switch engine and connect with all Railroads initial 
to Memphis, Tenn., as well as the Mississippi Warrior Service who switch to 
our Plant without additional switching charges on car load lots. 


Member A.W. A. Address MERCHANDISE DEPT., P. O. Box 1025, Memphis, Tenn. 
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COAL PRODUCTION AND SHIPMENT 


“The coal year 1925-26 began with the production of soft 
coal still declining,” the Geological Survey said in its current 
weekly coal report which, in part, follows: 


Preliminary estimates place the total output in the week ended 
April 4 at 7,412,000 net tons, a decrease of 941,000 tons, or 11 per cent. 

A decrease was to be expected, owing to the occurrence of Eight- 
Hour Day on April 1. Even the holiday, however, did not completely 
conceal the fact that the rate of output declined. Over the country 
as a whole the day counted for a little more than half a normal day. 
On this basis the average daily output was 1,324,000 tons against 
1,392,000 tons for the six full working days in the preceding week. 

The rate of output at present is slightly above that at the same 
date last year, and is far above that in 1922 and 1921, when produc- 
tion was seriously curtailed by a miners’ strike and an acute busi- 
ness depression, respectively. The present rate, however, is nearly 
600,000 tons a day less than that in 1923. 

Preliminary telegraphic returns for the week (April 6-11) show 
no revival of activity. Loadings on Monday and Tuesday totaled 
50,192 cars against 51,455 cars on the same days of the week before. 

Little anthracite was mined on April 1 (Eight-Hour Day), and as 
a result the total output for the week ended April 4 declined to 
1,482,000 net tons, a decrease of 158,000 tons. Cumulative production 
during 1925 to April 4 totaled 22,541,000 tons, a decrease of 1,928,000 
tons, or 8 per cent, as compared with the figure of the corresponding 
period of 1924. 

According to the American Railway Association, 2,035 cars of 
bituminous coal and 2,125 cars of anthracite were forwarded across 
the Hudson into eastern New York and New England in the week 
ended April 4. This was a decrease of 6 and an increase of 372 
cars, respectively. The rate of bituminous movement was the sam 
as in the corresponding week last year, and that of anthracite was 
30 per cent less. : 

Dumpings of bituminous coal at Hampton Roads remained prac- 
tically unchanged in the week ended April 4. Reports 1rom the three 
railroad piers show. thats 394,246 net tons were dumped, against 390,- 
608 tons in the preceding week. The decrease of 8,011 tons in car- 
goes consigned to New England was more than offset by slight 
gains in dumpings for the foreign account and the ‘‘other coastwise’’ 
trade. Cumulative dumpings this year to date stand at 5,409,131 
tons, an increase of wae ee yore 12 per cent over the records for 
the corresponding periods of 1924 and 1923. 

Tidewater business in soft coal at the Atlantic coal ports im- 
proved somewhat during March. The total quantity handled was 
3,130,556 net tons. This increase of nearly 12 per cenc over the Feb- 
ruary record was due largely to the greater number of days in 
March. Dumpings for all accounts were larger than in Fepruary, 
the largest gains being in shipments to New England and exports. 
Compared with March, 1924, there was an increase of nearly 5 per 
cent, and with March, 1923, a decrease of about 6 per cent. Dump- 
ings during the first three months of 1925 totaled 8,901,637 tons, an 
increase over the total for the corresponding month of 1924 of 
slightly less than 100,000 tons. Comparison with the four preceding 
years shows that the record for 1925 is practically the same as the 
average for the corresponding periods of those years. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended April 4 totaled 
922,375 cars, according to the car service division of the Amer- 
ican Railway Association. Compared with the corresponding 
week last year, it was an increase of 60,385 cars and with the 
corresponding week in 1923, an increase of 26,000 cars. 

The total for the week of April 4, however, was a decrease 
of 9,020 cars under the preceding week this year, there being 
decreases in the loading of all commodities compared with 
the week before with the exception of miscellaneous freight 
and ore. The decrease in the loading of coal resulted from the 
observance of April 1 as a holiday in the mining regions. 

Loading by districts the week ended April 4 and for the 
corresponding period of 1924 follows: 


Eastern district: Grain and grain products, 7,776 and 7,016; live 
stock, 2,492 and 3,060; coal, 34,730 and 32,909; coke, 2,391 and 2,675; 
forest products, 5,564 and 6,011; ore, 1,816 and 1,570; merchandise, L. 
©. L., 75,384 and 70,629; miscellaneous, 93,909 and 87,909; total, 1925, 
224,602; 1924, 211,779; 1923, 222,224. 

Allegheny district: Grain and grain products, 3,632 and 2,101; live 
stock, 1,962 and 2,457; coal, 35,460 and 32,163; coke, 6,001 and 6,843; 
forest products, 3,554 and 3,196; ore, 4,004 and 4,362; merchandise, 
L. C. L., 53,874 and 51,951; miscellaneous, 83,388 and 75,282; total, 1925, 
191,875; 1924, 178,355; 1923, 194,457. , 

Pocahontas district: Grain and grain products, 205 and 222; live 
stock, 58 and 57; coal, 26,527 and 19,870; coke, 414 and 247; forest 
products, 1,716 and 1,729; ore, 68 and 125; merchandise, L. C. L., 
7,375 and 7,075; miscellaneous, 4,961 and 4,807; total, 1925, 41,324; 1924, 
34,132; 1923, 35,743. 

Southern district: Grain and grain products, 3,181 and 3,324; live 
stock, 1,596 and 1,762; coal, 17,200 and 16,445; coke, 1,195 and 982; 
ag gag eg Prey aes ore, yt" 1,530; merchandise, 

ae OES an ‘i ; miscellaneous, 65,969 and 49,867; total, 1925, 
157,677; 1924, 138,414; 1923, 139,919. — 

Northwestern district: Grain and grain products, 7,870 and 8,363; 
live stock, 6,228 and 8,803; coal, 4,380 and 5,361; coke, 1,690 and 1,084; 
forest products, 22,597 and 23,015; ore, 1,619 and 889; merchandise, L. 
C. L., 31,702 and 30,347; miscellaneous, 38,247 and 32,057; total, 1925, 
114,333; 1924, 109,919; 19238, 115,289. 

Central Western district: Grain and grain products, 7,894 and 
9,318; live stock, 9,006 and 10,303; coal, 10,085 and 12,915; coke, 231 
and 295; forest products, 11,289 and 10,082; ore, 3,431 and 2,910; 
merchandise, L. C. L., 37,252 and 37,617; miscellaneous, 48,679 and 
46,307; total, 1925, 127,817; 1924, 128,747; 1923, 132,707. 

Southwestern district: Grain and grain products, 3,701 and 4,752; 
live stock, 2,511 and 2,148; coal, 3,155 and 3,540; coke, 157 and 174; 
forest products, 9,143 and 8,968; ore, 605 and 451; merchandise, L. C. 
L., 15,496 and 14,979; miscellaneous, 30,519 and 25,632; total, 1925, 
65,287; 1924, 60,644; 1923, 56,036. 

Total, all roads: Grain and grain products, 34,259 and 35,096; live 
stock, 23,853 and 28,590; coal, 131,487 and 123,203; coke, 12,079 and 
12,300; forest products, 79,661 and 177,491; ore, 13,110 and 11,837; mer- 
chandise, L. C. L., 262,254 and 251,612; miscellaneous, 365,672 and 
321,861; total, 1925, 922,375; 1924, 861,990; 1923, 896.375. 
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All districts reported decreases under the week before 
in the total loading of all commodities except the Pocahontas, 
All districts, however, reported increases over the correspond. 
ing week last year except the Central Western. Increases over 
the corresponding week in 1923 were reported in all except the 
Allegheny, Northwestern and Central Western districts. 

Loading of revenue freight this year compared with the two 
previous years follows: 


Five weeks in January........ 4,450,993 4,294,270 4,239,379 
Four weeks in February...... 3,619,326 3,631,819 3,414,809 
Four weeks in March......... 3,694,916 3,661,922 3,662,552 
Week. Of ADP GER. 0 ccc ccccces 922,375 861,990 896,375 

ER A ae rear . 12,687,610 12,450,001 12,213,115 


FRUIT AND VEGETABLE SHIPMENTS 


Total shipments of leading lines of fruits and vegetables the 
week ended April 11 amounted to 13,156 cars as compared with 
13,512 cars the preceding week, according to the weekly report 
of the Bureau of Agriculture Economics of the Department of 
Agriculture. The report said sharp decreases in the output of 
lettuce, oranges, apples and mixed vegetables were not offset 
completely by the heavier movement of new onions, potatoes, 
grapefruit and strawberries. The totals from the weekly 
summary of carlot shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. As- 
terisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


























Total Total 
Apr. Mar. 29- Apr. This Sea- LastSea- Total 
§-11, Apr. 4, 6-12, son to son to Last 
1925 1925 1924 Apr. 11 Apr.12 Season 
Summary for Ap- 
ples: 
Western States 188 238 297 39,951 61,261 63,014 
Eastern States 327 411 553 59,534 72,048 75,114 
Wetel ...63. 515 *649 850 *99,485 133,309 138,128 
Asparagus: 
eee 271 251 137 851 460 1,235 
Cauliflower: 
| rare 41 *58 53 *4,093 4,091 4,286 
Cabbage (Old 
Crop): 
eee 41 66 2 *41,799 36,974 *37,011 
Cabbage (New 
Crop): 
| aS 1,038 1,051 942 *7,064 78,960 *+41,799 
Celery (Old Crop): 
_;, eae 10 22 9 *18,046 17,147 17,160 
Celery (New Crop): 
rr 483 374 368 5,603 75,914 *f18,046 
Cucumbers: 
oe 106 95 4 *290 5 *7,165 
Grapefruit: 
WEEN eeccancwien 1,004 784 557 *17,200 15,879 20,023 
Lemons: 
yo eee soe Se 207 317 *4,921 5,476 12,615 
Lettuce: 
: | ee 663 *1,236 710 *18,982 16,310 *29,474 
Mixed Citrus Fruits: 
convenes 61 77 190 *2,927 *3,390 *5,038 
Mixed Vegetables: 
| ee 787 890 608 *9,768 7,402 28,764 
Onions (Old Crop): . 
| ees 83 *157 244 *30,495 28,927 29,480 
Onions (New Crop): 
ae 760 354 52 1,171 *52 $3,918 
Oranges: 
eee 1,251 1,417 2,253 *42,031 50,423 *78,351 
Peppers: 
ae 20 19 25 399 592 2,427 
Spinach: 
Co oe 387 464 400 *6,367 5,676 7,618 
Strawberries: 
arr 291 172 86 *1,219 613 *18,786 
String Beans: 
eee - 189 92 38 *1,114 754 5,011 
Sweet Potatoes: e 
Sl eee - 228 177 76 *15,113 14,445 14,533 
Tomatoes: 
Fee 231 304 532 2,484 4,595 *26,671 
Potatoes(1925 Crop): 
eae 576 * 378 212 1,256 4408 *7224,411 
Summary Potatoes: 
1924 Crop: 
Leading Sec- 
tions, Late 
CRUD cece 3,987 4,172 4,911 156,375 170,877 193,549 
Other Sections, 
Late Crop. 36 45 90 18,420 14,784 15,124 
matty Crop.... o 1 1 49,616 33,379 33,391 
TOG icces 4,023 4,218 5,002 *224,411 219,040 242,064 
Grand Total All 
Commodities 13,156 *13,512 13,667 *557,089 565,508 *725,840 





* Includes all delayed and corrected reports received to date. 
+ Not included in grand total. 





LUMBER SHIPMENTS 


According to reports received April 16 by the National 
Lumber Manufacturers’ Association from 369 of the larger com- 
mercial softwood lumber mills of the country, the lumber in- 
dustry is in full tide of seasonal expansion. New business and 
production were substantially the same for last week as for the 
week before, though shipments fell off notably. The margin 
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of new business for last week over the corresponding week of 
1924 was surprisingly large; shipments also showed a comfort- 
able margin of increase, and in production there was a probable 
gain, although a fewer number of reporting mills this year show 
a slight nominal decrease. 

The unfilled orders of 247 Southern Pine and West Coast 
mills at the end of last week amounted to 623,315,892 feet as. 
against 613,996,285 feet for 251 mills the previous week. The 
129 identical Southern Pine mills in this group showed unfilled 
orders of 228,657,582 feet last week as against 229,991,470 feet 
for the week before. For 118 West Coast mills the unfilled 
orders were 394,648,310 féet as against 384,004,815 feet for 122 
mills a week earlier. 

Altogether the 369 comparably reporting mills had ship- 
ments of 97 per cent and orders of 100 per cent of actual pro- 
duction. For the Southern Pine mills these percentages were, 
respectively, 105 and 103, and for the West Coast mills 102 and 
108. 

Of the comparably reporting mills 344 (having a normal 
production for the week of 218,825,921 feet) reported production 
102 per cent of normal, shipments 102 per cent, and orders 105 
per cent thereof. 

The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional asso- 
ciations for the three weeks indicated: 


Corresponding PrecedingWk., 


Past Week Week, 1924 1925(Revised,) 
Ee eee rr re ee 369 382 378 
PONEEED.  weeccecevevedde 242,112,456 241,943,575 243,943,575 
BHipments ...cccccccccccee 234,884,805 225,451,692 256,371,984 
Orders (new business)....- 243,168,904 208,710,750 241,782,908 


The following revised figures compare the lumber movement 
for the first fifteen weeks of 1925 with the same period of 1924: 


Production Shipments Orders 
BD: tantra enna weuns 3,438,251,990 3,410,871,991 3,301,433,470 
a rr rT 3,470,073,347 3,522,205,323 3,343,391,794 
1925 Decrease ........ 31,821,357 111,333,332 41,958,324 


The mills of the California White and Sugar Pine Associa- 
tion make weekly reports, but for a considerable period they 
were not comparable in respect to orders with those of other 
mills. Consequently the former are not represented in any of 
the foregoing figures. Ten of these mills reported a cut of 
10,560,000 feet, shipments 9,649,000, and orders 10,747,000 feet. 
The reported cut represents 34 per cent of the total of the Cali- 
fornia Pine region. As compared with the preceding week, 
there was an increase of 5,370,000 feet, shipments 3,521,000 feet, 
and new business 5,424,000 feet. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
March 238-31, inclusive, was 344,959, an increase of 24,394 cars 
over the average for the preceding period, according to the car 
service division of the American Railway Association. The 
average daily shortage was 60 cars. 

The surplus was made up as follows: Box, 105,898; ven- 
tilated box, 171; auto and furniture, 7,546; total box, 113,615; 
flat, 5,069; gondola, 86,613; hopper, 99,111; all coal, 185,724; 
coke, 1,689; S. D. stock, 20,054; D. D. stock, 3,167; refrigerator, 
14,018; tank, 306; miscellaneous, 1,317; total, 344,959. 

The shortage was made up of 5 auto and furniture, 15 flat, 
25 gondola, and 15 refrigerator cars. 

Canadian roads reported a surplus of 25,000 box, 125 auto 
and furniture, 2,100 flat, 300 gondola, 1,200 S. D. stock, 350 
refrigerator, and 175 miscellaneous cars. 





REVENUE TRAFFIC STATISTICS 


Revenue traffic statistics compiled by the Bureau of Statis- 
tics of the Commission from 160 reports representing 175 Class 
1 steam roads, exclusive of switching and terminal companies, 
for January, show the following: 

Revenue tons carried—175,004,000 for January and 163,508,000 for 
January, 1924 


Revenue tons carried one mile—33,147,525,000 for January and 
30,614,282,000 for January 


1924. 
Freight revenue—$350,218,763 for Jantiary and $332,729,337 for 
January, 1924. 


Revenue per ton-mile—10.57 mills for January and 10.87 mills for 
January, 1924. 


oo per ton per road—$2 for January and $2.03 for January, 
Revenue passengers carried—78,937,000 for January and 81,653,000 
for January, 1924. 


Passenger revenue—$88,708,518 for January and $91,719,949 for 
January, 1924. 


Revenue per passenger-mile—3.069 cents for January and 3.092 
cents for January, 1924. 


JOINT HIGHWAY BOARD 


The joint board on interstate highways, composed of state 
and federal highway officials, will hold its first meeting in Wash- 
ington April 20.° The board was appointed recently by the 
Secretary of Agriculture at the request of the American Asso- 
ciation of State Highway Officials. At the first meeting the 
scope of the work will be determined and the method of han- 
dling it decided upon. The board has been brought into exis- 
tence because of the general demand for a simple and uniform 
method of designating and making interstate highways. 
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Digest of New Complaints 


No. 16765. Sub. No. 7. Scroggan & Andrews, New Castle, Ind., vs. 
Central Vermont et al. 

Unreasonable and unlawful charges on granite from Barre, 

Vt., to New Castle, Ind. Asks reparation. 
No. 16765. Sub. No. 8 Same vs. Same et al. 

Same complaint and prayer with respect to granite from Barre, 
Vt., to New Castle, Ind. 

No. 16765. Sub. No. 9. R. W. Carr, Charlotte, Mich., vs. Montpelier 
& Wells River et al, 

Unreasonable and unlawful charges on granite from Barre, Vt., 
to Charlotte, Mich. Asks reparation. 

No. 16778. Sub. No. 1. Flagstaff Lumber Co., Holbrook, Ariz., vs. 
Arizona Eastern et al. 

Rates in violation of the first three sections of the act, on box 
shooks from Flagstaff, Ariz., to Westmorland, Calif. Asks cease 
and desist order and reparation. 

No. 16822. Sub. No. 2. V. K. F. Drilling Co., Shreveport, La., vs. 
Louisiana & Arkansas et al. 

Unreasonable rates and charges on oil well supplies from Pat- 
mos, Ark, to Haynesville, La. Asks cease and desist order, rate 
no higher than 26 cents and reparation. 

No. 16822. Sub. No. 3. Woodley Petroleum Co., Shreveport, La., vs. 
Louisiana Ry. & Navigation Co. et al. 

Same complaint as to oil well supplies from Carroll, La., to 
Smackover, Ark. Asks cease and desist order, rate no higher than 
46 cents and reparation. 

No. 16838. Board of Railroad Commissioners of North Dakota, Bis- 
marck, N. Dakota, vs. Chicago, Milwaukee & St. Paul. 

Unreasonable class rates on property in carloads and less than 
carloads between Aberdeen and Mobridge, S. Dakota, on the one 
hand, and points in North Dakota, west of the Missouri River, 
Selfridge to New England and Petrel to Montline, inclusive, on the 
other hand. Asks just and reasonable rates. 

No. 16839. S. DeForest Co., Dallas, Tex., vs. Santa Fe, et al. 

Unreasonable rates on linseed oil in tank cars from points 
named in Agent Leland’s I. C. C. 1412 and 1665 as taking Fox 
River rates on traffic to Texas. Asks cease and desist order, just 
and reasonable rates, and reparation. 

No. 16840. Roth Tobacco Co., Cape Girardeau, Mo., vs. C. & E. I. et al. 

Rates and charges in violation of sections 1, 2 and 3 of the act, 
on unmanufactured tobacco from points in Indiana, Kentucky and 
Tennessee to Cape Girardeau, Mo. Asks cease and desist order, 
reasonable rates, and reparation. 

No. 16841. International Paper Co., New York City, vs. Boston & 
Maine et al. 

Unreasonable charges on woodpulp from Boston, Mass., to Fort 
Edward, N. Y. Asks cease and desist order, reasonable rates, and 
reparation. 

No. reg ae Marble Co., Proctor, Vt., vs. Alabama & Vicks- 
urg et al. 

Rates in violation of sections 1, 2 and 3 of the act, on rough 
quarried marble blocks from Rochester, Vt., to various points. 
Asks cease and desist order, rates that shall not exceed those in 
effect from Bethel, Vt., and (or) Westfield, Mass., to the same 
destinations, 

No. 16843. Abeles & Taussig Lumber and Tie Co., St. Louis, Mo., vs. 
Chicago, Rock Island & Pacific et al. 

Rates in violation of the first three sections of the act, on 
wooden oak railroad ties from Argyle, Canaan, Rosebud and 
Bagnell, Mo., to Rapid City, S. Dakota. Asks reparation. 

No. 16844. Swift & Co., et al., Chicago, Ill., vs. Santa Fe et al. 

Unreasonable rates on live stock from points in Wisconsin, 
Minnesota, Iowa, Nebraska, Missouri, Kansas, Texas, Illinois, 
Ohio, Indiana, Michigan, Kentucky, New York, Pennsylvania, 
Maryland and Oklahoma, to destinations in Pennsylvania, Mary- 
land, New Jersey, New York, Massachusetts, Connecticut and 
— Asks cease and desist order, reasonable rates, and repara- 

on, 

No. 16845. Iola Cement Mills Traffic Association et al., Kansas City, 
Mo., vs. Alabama & Vicksburg et al. 

Rates in violation of sections 1, 3 and 4 of the act, on cement 
from Chanute, Humboldt, Fredonia, Mildred, Iola and Independ- 
ence, Kan., and Dewey, Okla., and from other points in the Kan- 
sas gas belt district to points in Arkansas and Louisiana, Vicks- 
burg and Natchez, Miss., and Memphis, Tenn. Asks cease and 
desist order, just and reasonable rates, and prescription of just, 
reasonable and non-discriminatory relationship of rates on cement 
between the shipping points of complainants, on the one hand, 
and points of origin in Alabama, Georgia, Indiana, Kansas, Ken- 
tucky, Louisiana, Missouri, Oklahoma, Tennessee, and Texas, on 
the other hand, to destinations in Arkansas and Louisiana, Vicks- 
burg and Natchez, Miss., and Memphis, Tenn. 

No. 16845. Sub. No. 1. Lehigh Portland Cement Co., Allentown, Pa., 
vs. Alexandria & Western et al. 

Rates in violation of the first three sections of the act, on 
Portland cement from Iola, Kans., to destinations in Arkansas, 
Louisiana, and border points in Mississippi and Tennessee. Asks 
cease and desist order, just and reasonable rates, and order 
prescribing a just, reasonable and nondiscriminatory relationship 
of rates to be maintained by defendants pn cement as between 
Iola, Kans., on the one hand, and competing points in Missouri, 
Kansas, Oklahoma, Texas and Louisiana, to destinations in 
Arkansas, Louisiana and border points in Mississippi and Tenn- 
essee. 

No. 16845. Sub. No. 2. Same vs. Alabama & Vicksburg et al. 

Same complaint as to rates on Portland cement from Bir- 
mingham, Ala., to points in Arkansas and Louisiana. Asks cease 
and desist order, just and reasonable rates, through routes and 
joint rates and just, reasonable and nondiscriminatory relation- 
ship of rates as between Birmingham(, on the one hand, and 
competing points in Missouri, Kansas, Texas, Oklahoma and 
Louisiana, on the other, to destinations in Arkansas and Louisi- 
ana. 

No. 16846. Lerch Cold Storage, Inc., Lockport, N. Y.,.vs. Erie. 

Alleges that by reason of defendant publishing and concurring 
in through tariffs which do not provide for storage in transit on 
fresh applies when handled on its line into Lockport, N. Y., com- 
plainant is damaged by refusal to establish storage in transit on 
fresh apples in Lockport when moving by way of defendant’s line 
into Lockport and to points beyond. Asks for order requiring 
establishment of storage in transit privileges at Lockport on fresh 


apples. 
No. 16847. Wilhoit Refining Co., Springfield, Mo., vs. Santa Fe. 
Rates in violation of sections 1 and 3 of the act, on crude oil 
from Ponca City, Okla., to Joplin, Mo. Asks cease and desist 
order, reasonable rates, and reparation. 
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Have the Exporters to 
Britain 
[3 IM S A Distribution Plan 
solve your to Meet Your Needs 
The L.M.S. have created a new 
distribution | sisson over the industria 


areas of Great Britain. 
Using their own chain of 350 
problems : rail-connected warehouses, they 
design special distribution plans 
. ¢ ¢ to meet the requirements of 
In Britain every type of distributor at the 
minimum cost. 


L.M.S. will be pleased to work 


LONDON, MIDLAND & SCOTTISH RAILWAY |; out a plan to meet your own 
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Forwarders areinvited to address: 


THOMAS A. MOFFET 


Freight Traffic Manager in America 


LONDON, MIDLAND AND 
SCOTTISH RWY. OF G. B. 
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GREAT BRITAIN 









350 Warehouses. 
Ten million feet of space. 


The cheapest and most convenient _ 
form of distribution in Britain. 
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ASSOCIATED TRAFFIC CLUBS ELECT 


(By a Staff Correspondent at Kansas City) 


At the meeting of the Associated Traffic Clubs of America, 
in Kansas City, April 16, the following officers and directors 
were elected: 

President, H. A. Palmer, Chicago; Secretary, F. A. Doebber, 
Indianapolis; Treasurer, W. T. Vandenburg, Louisville; First 
Vice-President, T. T. Webster, Dayton; Second Vice-President, 
W. C. Fitch, San Francisco; Third ‘Vice-President, T. B. Curtis, 
Atlanta; Fourth Vice-President, B. L. Birkholz, New York. 

Directors to serve three years: P. R. Flanagan, St. Paul; 
T. C. Burwell, Decatur; C. T. Stripp, Cleveland; G. E. Boulineau, 
Atlanta. Director to serve for the unexpired term of F. M. Ren- 
shaw, A. S. Lucas, Birmingham. 

This election was the result of the unanimous adoption of 
the report of the nominating committee, except that the com- 
mittee nominated C. W. Miller, of Kansas City, for treasurer. 
He was unable to serve and a substitute was made from the 
floor. 

Papers on the subject of the functions of the traffic club 
were prepared for the convention by W: A. Schumacher, presi- 
dent of the New York club; T. T. Harkrader, of the American 
Tobacco Company, St. Louis; T. T. Webster, Dayton; W. C. 
Fitch, Freight Claim Agent, Southern Pacific Company, San 
Francisco; E. L. Dalton, Traffic Manager, American Radiator 
Company, Chicago; N. J. Elliott, Baltimore, and T. B. Curtis, 
Atlanta. These papers, together with several others that were 
not prepared in time to be read, will be printed and sent to 
members’ clubs. 

There was also time given to discussion of general sugges- 
tions with respect to the work of the national association, means 
of preparing more prompt action by member clubs on resolutions 
adopted by the associated delegates, and group life insurance as 
a valuable feature for the individual traffic club. 

At the board of directors’ meeting, after the association had 
adjourned, T. T. Webster, of Dayton, was elected chairman to 
succeed Mr. Palmer. It was decided to hold the next meeting at 
Louisville, October 14 and 15. 

The entertainment furnished by the Kansas City club was 
elaborate. Friday was set apart entirely for entertainment. The 
delegates were entertained at luncheon at the Kansas City Ath- 
letic Club on Wednesday and Thursday. The program at the 
Thursday luncheon consisted of vocal and instrumental musical 
numbers, furnished by members of the Kansas City club, who 
proved unusually talented, especially W. G. Davis, traffic man- 
ager of the Miller Petroleum Company, who was rated in the 
professional class. A banquet was given for the delegates by the 
local club on Thursday evening at which 500 were present. 
President Miller, of the local club, presided. James McQueeny, 
president of the Chamber of Commerce, and C. D. Dooley, traffic 
manager of Peet Brothers’ Manufacturing Company, made ad- 
dresses of welcome. 

Short speeches were made by retiring President Banham and 
incoming President Palmer and all the new officers were intro- 
duced. The humorous part of the entertainment was furnished 
by Arthur F. Killick, known as “Fatty Lewis.” 


ACQUISITION OF LINES 


A joint application has been filed with the Commission by 
the Yazoo & Mississippi Valley and the [Illinois Central for 
approval of acquisition of control by the Y. & M. V., of the 
Alabama & Vicksburg and of the Vicksburg, Shreveport & 
Pacific by leases under paragraph 2 of section 5 of the inter- 
state commerce act, and for authority for the Illinois Central 
to guarantee the performance of said leases by the Y. & 
M. V. The applicants said the lines sought to be acquired 
by lease were naturally tributary to the Illinois Central system. 
Neither the Y. & M. V. nor the Illinois Central exercised any 
control over the other two lines at the time the application 
was filed, the applicants said. 


EXTENSION OF LINE 


The Cowlitz, Chehalis & Cascade Railway has been author- 
ized to extend its line of railroad in Lewis county, Washington. 
The Kansas City Southern has applied for authority to 
extend its line less than a mile in length in Kansas City, Kan., 
in connection with perfecting its belt line operations there. 


CHANGE IN DOCKET 


Finance Docket No. 4228—supplemental application of the 
St. Louis, Brownsville & Mexico Railway Company for a cer- 
tificate of public convenience and necessity—was set for hear- 
ing April 18, at Harlingen, Tex., before the Texas commission. 

Hearing in I. and S. No. 1977 (and first and second supple- 
mental orders), grain and grain products from Memphis, Tenn., 
to Carolina territory, assigned for April 20; at Memphis, Tenn., 
before Examiner Trezise, wag canceled. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront ape dealing with traffic. A spec‘alist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any s — question relating to the law 
of interstate transportation of freight. traffic man ot long experience 
and wde knowledge will answer questions eee ay Practical traffic 

traffic man but to 


es oblems. We do not desire to take the place of 
Ip him in his work. 


The right ‘s reserved to refuse to answer in th’s department any 


question, legal or traffic, that it may appear to us unwise to answer 


or that involves a s‘tuation too complex for the kind of investigation 
herein contemplated. 


Address Quest’ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C 


Receivers—Payment of Debts By 

Ilinois.—Question: On January 6, 1925, I filed a damage 
claim against the C. M. & St. P. Ry. for $1,767.87 on an intra- 
state shipment in Wisconsin: I received a check in payment on 
March 17th and it was sent to the bank, March 18th the C. M. 
& St. P. went into the hands of a receiver. A day or two 
after, the check was returned to me protested. 

I would like to have you tell me what action is now neces- 
sary to protect our interests. Is it necessary that the check 
be returned to the receiver and a demand made that a new 
check be issued, or must a new claim be filed, making the re- 
ceiver a party? Is it necessary to notify the court of my 
claim? 

Answer: In our answer to “Iowa, on page 574 of the Sep- 
tember 13, 1924, Traffic World, under the above caption, we out- 
lined the duties and powers of a receiver. 


In the instant case the handling and eventual payment of 
your claim will be subject to such orders as the court may 
make in the matter of the receivership, when taking into con- 


sideration the question of its priority and the assets available. 


for its payment, subject, of course, to such limitations as the 
applicable law may lay upon the powers of the court to make 
such orders. No doubt notice will be given by the receiver as 
to the filing of claims. See Leadville Coal Co. vs. McCreery, 
141 U. S. 475; North American Co. vs. St. L. & S. F. R. R. Co., 
288 Fed. 612. 


Liability of Carrier Where Shipment Billed Collect to Non- 
Agency Station 
Tennessee.—Question: A shipment moved from A to point 
B on a collect bill of lading. Point B was located on two rail- 
roads, one a non-agency station and the other a collect station. 


The carriers accepted the shipment on a collect bill of lading) 


without route, but fofrwarded the shipment via the line which 
had no agent at Point B. The shipment was put off by the 
conductor but never received by the consignee. 


Are the carriers liable to the consignor for the invoice 
value of the shipment? 


Our position is that the carriers should have forwarded the 
shipment to the agency station as per bill of lading and not to 
the non-agency station. 

Answer: Unless the billing of the shipment with charges 
collect at destination was the proximate cause of the loss of the 
shipment, as for instance led the consignee thereof to expect 
its arrival at the agency station, we do not believe that recovery 
could be had against the initial carrier for the value of the 
shipment. 

With respect to the duty of a carrier to comply with its 
tariff provisions respecting the prepayment of freight charges, 
see Monongahela Ry. Co. vs. Read, 127 Atl. 739. 

Weighing 

New York.—Question: We own and operate public elevator 
in this city and we are also members of what is known as the 
Buffalo Corn Exchange who weighs and inspects all grain arriv- 
ing in this city, but it is our intention to weigh all grain received 
in from country points and all grain shipped out by us to eastern 
and southern territory and furnish —— certificates sworn to 
by our mill superintendent. 


We are wondering if the carriers iui accept the mill 
superintendent’s weights in adjustment of claims and also if 
you have ever had a court ruling covering this question. It 
might be well for you to understand also that we are going 
to continue our membership in the Buffalo Corn Exchange s0 
far as inspection is concerned but as far as weighing it is our 
intention to do the weighing and eliminate this extra expense, 
but before doing so we would like to know about the adjustment 
of railroad claims if we ever have any. 


Would also like to know what is the ruling in reference to 
what constitutes a public elevator where the Weights are acceD- 


ted as final in the adjustment of freight charges and railroad 
claims. 

Answer: In answering your inquiry it is necessary to treat 
the inbound and outbound shipments separately and also to deal 
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with claims for each movement from the standpoint of claims 
for overcharges and claims for loss. 

With respect to inbound movements. So far as claims for 
overcharges due to erroneous weights are concerned, we are 
of the opinion that you will experience more or less difficulty in 
securing an adjustment of freight charges on the basis of the 
weights found on your private scales. See, in this connection, 
our answer to “Virginia,” on page 1164 of the Nov. 22, 1924, 
Traffic World, under the caption “Weighing—Carriers vs. Ship- 
per’s Weight.” 

As you are no doubt aware, a comprehensive and definite 
set of rules governing the weighing of freight, known as the 
National Code of Rules Governing the Weighing and Reweighing 
of Carload Freight, has been endorsed by the Interstate Com- 
merce Commission and these rules have been published and 
filed with the Interstate Commerce Commission by many, if not 
all of the carriers. The rules contemplate the weighing of 
freight by carriers on their own scales and not on the private 
scales of a consignee, once or twice in addition to the original 
weighing if necessary to arrive at the correct basis for charges 
on a given shipment, and a compliance with the provisions 
thereof will greatly facilitate and in fact, insure the application 
of correct weights on inbound shipment. 

As to claims for loss of grain we refer you to the Com- 
mission’s reports in Docket 9009, Claims for Loss and Damage 
of Grain, 48 I. C. C. 530 and 56 I. C. C. 347, also to the following 
decisions of the courts: Shellabarger Elevator Co. vs. Ill. Cent. 116 
N. E. 171 (Supreme Ct. of Ill. 1917); National Elevator Co. vs. G. 
N. Ry. Co., 163 N. W. 164 (Supreme Ct. of Minn. June 15, 1917); 
Morris vs. M. St. P. & S.S. M., 141 N. W. 204 (Supreme Ct. of N. 
D., Apr. 14, 1913); Baker vs. H. Detlinger Roller Mills Co., 203 S. 
W. 798 (Ct. of Civ. Co. of Tex.,San Antonio, May 1, 1918); Schnei- 
der-Fowler Co., vs. C. & N. W. Ry. Co., 182 N. W. 967 (Supreme 
Ct. of Nebr. May 6, 1921). 

Whether or not there has been a loss of grain from a car 
is a question of fact to be determined from the evidence sub- 
mitted. Weights found on a consignee’s scale, if the conditions 
under which they are arrived at are shown, have a bearing on 
the determination of the carrier’s liability, if the accuracy 
of the weighing be not discredited. 

With respect to claims for overcharges on outbound. The 
Weighing Rules, referred to above, make provision in Rule 10 
for a weight agreement between a shipper and a carrier as to 
outbound shipments. 

It would no doubt be best for you to enter into a weight 
agreement, under which the carrier adopts the shipper’s weights 
as its weights, otherwise your weights will be subject to verifi- 
cation and correction by the carrier, it becoming a question of 
fact as to which is correct, the shipper’s or carrier’s weight. 

With respect to claims for loss on outbound shipments, we 
refer you to the provisions of Section 21 of the Bill of Lading 
Act, 1920, which reads as follows: 


The carrier may also, by inserting in the bill of lading the words 
“shipper’s weight, load and count,” or other words of like purport, 
indicate that the goods were loaded by the shipper and the descrip- 
tion of them made by him; and if such statement be true, the carrier 
shall not be liable for damages caused by the improper loading or 
by the non-receipt or by the misdescription of the goods described 
in the bill of lading: Provided, however, where the shipper of bulk 
freight installs and maintains adequate facilities for weighing such 
freight, and the same are available to the carrier, then the carrier, 
upon written request of sl@h shipper and when given a reasonable 
opportunity so to do, shall ascertain the kind and quantity of bulk 
freight within a reasonable time after such written request, and the 
carriers shall not in such cases insert in the bill of lading the words 
“shipper’s weight,’’ or other words of like purport, and if so inserted 
contrary to the provisions of this section, said words shall be treated 
as null and void and as if not inserted therein. 


This section of the act, you will observe, as to package 
freight, gives to the carrier the right to place a shipper’s load 
and count notation on the bill of lading where the goods are 
loaded at a shipper’s plant. However, as to bulk freight, under 
Section 21 of the act, you can require the carrier to send a 
representative to your plant to verify the weight of the freight 
loaded by you. 

As to the carrier’s right to place a shipper’s load and count 
notation on a bill of lading see Ponchatoula Farmers’ Associa- 
tion vs. I. C. R. R., 19 I. C. C. 5138; in Re Western Classification 
51, 25 I. C. C. 442, and Louisiana State Rice Milling Co. vs. M. L. 
& T. R. R. Co., 34 1. C. C. 511. Also see our answer to “Kansas” 
on page 910 of the April 4, 1924, Traffic World, under the cap- 
tion “Shipper’s Load and Count.” 

Weighing and Reweighing 

Tennessee.—Question: In making shipment of carload of 
kiln dried flooring the carrier’s report clerk gave tare weight 
of car as 47,100 pounds. The weights on the car were gross 
114,100 tare 47,100 and net 67,000 pounds. Our estimate was 
70,000 pounds, therefore, we assume that the carriers were 
satisfied with weighing of the car and thought no more of it 
until we received the expense bill from the consignee showing 
clarges assessed on weight of 114,000 gross, 42,100 tare and 
net 71,900 pounds. 

Claim was immediately filed and as usual declined by the 








DULUTH 


Is the Natural Gateway and 
Distributing Point for the 
Great Northwest 


It is the most westerly port on the Lakes 
and also the terminus of 9 Northwestern 
Railway systems. Its harbor is second to 
New York (in tonnage), over 59,000,000 tons 
having passed through the Head of the 
Lakes port in 1923. 


Our great fireproof Concrete Warehouse 
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Fast Time and Careful Service 
Between Eastern and Atlantic States 
Points and the Northwest 


We’ve recently purchased four, new, exclusive package-freight steamers and named them 


the: 
ACE — KING — QUEEN — JACK 


They will operate between Duluth and Port Huron, Michigan, on a sailing schedule of 
one boat every other day. At Duluth, connections are made with Western Trunk Lines and 
at Port Huron with Eastern Trunk Lines (through the Pere Marquette and Grand Trunk 
Systems). We are parties to published, joint, through-rates between Eastern and Atlantic 
states points and the Northwest. 


Our shipping time is as fast, and frequently faster, than all rail. Our boats and docks 
have every facility for speed in loading and unloading. 


We are especially careful in handling and stowing. Our boats are sister ships and, to 
insure greater safety in trucking, we’ve built uniform gangways in our docks to fit boat open- 
ings. When handling flour or sacked goods, we use skids or slides instead of the customary 
dumping methods. 


All boats have the most modern refrigerator equipment located between decks which 
permits trucking in on a level and avoids handling produce by hoists. 


But—modern Boats, Docks and Warehouse facilities are not enough. We try to inject 
that personal element, that genuine desire-to-please spirit into our Service. We wish to gain 
your confidence by handling your merchandise as though it were our own. 


Note—As a precautionary measure we’ve chartered three steamers, Spokane, Palmer, 
and Brandon, to insure adequate Service at the opening of navigation. 


Minnesota-Atlantic Transit Co. (‘Termin’) Duluth 


F. R. Levins, Vice Pres. in Charge of Traffic = A. R. Sheff, General Freight Agent 
Minneapolis—J. L. Losie, West. Traf. Mgr.: E. E. Swan, Comc’l Agt., 205 Metropolitan Life Bldg. 
St. Paul—R. L. McDonald, Gen’l Agt., 709 Merchants Bank Blidg.: Detroit—W. A. Young, Gen’l Agt., 1500 Real —_— Bldg. 
New York—G. Paterson, East. Mgr.: George P. Russell, Gen’l Agent: I. R. Jones, Trav. Frt. Agt., 17 State 
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carriers stating that the estimated weight of 70,000 pounds 
corroborated the track weight of 72,000 pounds as assessed. Of 
course after the shipment had been delivered we had no means 
of having the material reweighed on track scales. However, 
we have taken the weights on various other cars containing the 
same kind of material and have shown that on the average of 
the other cars the shipment on which the carrier’s error was 
made should not weigh more than 67,420 pounds. It seems 
that our estimate corroborates the weight as given by the car- 
rier when the car went forward rather than the weight on which 
the charges were assessed. Kindly let us know what course. we 
should pursue in order to have this claim adjusted. 

Answer: Section B and F of Rule 8 of the National Code of 
Rules govern the weighing and reweighing of carload freight. 

In Peters vs. O. S. L. R. R. Co., 20 I. C. C. 598, the Commis- 
sion said that “the actual weight of shipment constituted the 
true basis upon which to assess transportation charges. The 
question is one of fact.” 

Inasmuch as a third weighing of the car was not had which 
would have provided in all probability a definite basis upon 
which to assess freight charges, it is a question for determina- 
tion by the Commission, in the event of disagreement between 
the carrier and the shipper, of the proper weight upon which 
to assess freight charges, in the determination of which the con- 
dition of the two scales, the circumstances under which the 
weights were obtained, and possibly other matters will enter 
into the question. In this connection see the Commission’s 
opinions in Williams Adams, et al. vs. A. B. & A. Ry., 49 I. C. C. 
415; Trexler Lumber Co. vs. N. Y. N. H. & H. R. R. Co., 47 
I. C. C, 229 and C. F, Ewing & Co., Limited, vs. 0. S. L. R. R., 
461.C. C. 471... 

Container—Penalty Rule 


Missouri.—Question: In your answer to “Arkansas,” shown 
on page 680 of the September 27, 1924, issue of The Traffic 
World, you stated that the connection between section 1 of rule 
41 and paragraph C of section 8 thereof in Consolidated Freight 
Classification No. 3 was not such as to make it certain that 
penalty might be imposed in the even® that shippers failed to 
place on their bills of lading the notation provided for in para- 
graph C of section 8 of this rule. 

Then, in answer to “Missouri,” shown on page 1226 of the 
November 29, 1924, issue of The Traffic World, you replied to 
an inquiry as to whether or not you took into consideration 
the fact that rule 41 was amended in Supplement No. 9 to Con- 
solidated Freight Classification No. 3, effective June 10, 1923, 
the amended section 1 of this rule then being carried in Sup- 
plement No. 21 to Consolidated Freight Classification No. 3, 
which has since been superseded by Consolidated Freight Clas- 
sification No. 4. You again stated that you based your conclu- 
sion on the lack of connection between the two sections and 
the phraseology of section 1, which states that freight charges 
will be increased twenty per cent, with a minimum increase of 
2 cents per 100 pounds above the charges applicable on such 
shipments in boxes that do comply with the requirements and 
specifications relating to boxes. 

Now we notice on page 580 of the February 28, 1925, issue, 
in answer to “California,” you have referred to Docket 15726, 
American Licorice Co. vs. C. M. & St. P. (mimeographed), de- 
cided January 12, 1925, in which the Commission held that the 
imposition of a penalty by reason of the shipper’s failure to 
certify on the bill of lading that the containers used conformed 
to the classification requirements was not unreasonable. 

This may be read by some as contradictory to your former 
answers to “Arkansas” and “Missouri,” but our understanding 
is that the question of the wording of the rule or the connection 
between section 1 thereof and paragraph C of section 8 on simi- 
lar provisions in subsequent issues was not brought to the 
attention of the Commission nor passed upon in any way, and 
I believe the decisions of the Commission have to do only with 
the. reasonableness of a provision requiring notation on bills 
of lading when properly published and filed. 

We will appreciate it if you will go into this matter a little 
further and tell us if our assumption is correct that the Com- 
mission has not passed on the wording of the rule or the ap- 
plication of it, but has only said that the rule in itself would 
not be unreasonable, which, of course, carries with it the im- 
plied understanding that the rule should be properly published 
and filed in order to be legally applicable. 

Answer: It is not apparent from the opinion of the Com- 
mission in the case to which you refer that there was any doubt 
on the part of either the complainant or defendant as to the 
applicability of the penalty under the provisiong of rule 41, as 
it now reads. The Commission, therefore, we believe, impliedly 
based its conclusions upon the premise that the rule as it stands 
provides a penalty for failure to make the notation on the bill 
of lading. 

As a matter of fact, the only finding the Commission made 
was that the failure of the tariffs to impose upon the initial 
carrier’s agent the duty of calling the shipper’s attention to the 
certificate required does not establish the unreasonableness of 
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the charges collected. The Commission did not make a specific 
interpretation of the application of the rule. 
State vs. Interstate. raffic 

Florida.—Question: Please advise your understanding of 
this situation, and whether rates applicable to interstate or 
intrastate traffic should be applied. 

Shipments of lumber, carload, are made from point A, Flor. 
ida, to point B, Florida, B being terminal and seaport town. 
The shipments are billed on waybill and domestic bill of lading 
to consignor, schooner and name to point B. No notation is 
placed on bill.of lading that shipments are for export or coast- 
wise movements. The rate as charged is as per A.’N. I. C. ¢, 
115, from A to B of 7 cents per cwt., I. C. C. 115, being applicable 
only on interstate traffic. Item 2 of the tariff provides for rates 
applicable to point B, for export or coastwise traffic, reference 
being made to item 3. Item 3 provides that rates shown in 
item 2 apply on export or coastwise traffic, but rates do not 
apply to shipside. To point B, wharfage and handling, as 
shown in Port St. Joe Dock and Terminal Ry. Co. Tariff I. C. ¢, 
5, or reissue are assessed. 

From point A to point B a rate of $16 per car of 24,000 
pounds, excess in proportion, is published in A. N. I. C. C. 98, 
Florida Local Tariff. The tariff provides that the rates shown 
therein apply on intrastate traffic, only, i. e., traffic having origin 
and destination and entire transportation wholly within the 
state of Florida. 

Answer: It is our opinion that the decision of the Supreme 
Court in T. & N. O. R. R. Co. vs. Sabine Tram Co., 227 U. S. 
111, is applicable to the instant case provided, of course, that 
the movement beyond the port is to an interstate or foreign 
destination, See, in this connection, the Commission’s opinion 
in Goldsboro Chamber of Commerce vs. A. C. L. R. R. Co., 91 
I. C. C. 315; also Tampa Fuel Co. vs. A. C. L. R. R. Co., 48 
I. C. C. 231, and International Agricultural Corporation vs. Di- 
rector-General, 60 I. C. C. 726. 

Mixed Carloads—Articles Moving Under Rule. 10, Section 4, of 
the Classification—L. C. L. Portion Not Packed in Accord. 
ance with Classification 
California —Question: Kindly give us an opinion on the fol- 

lowing: We have a joint carload rate on lumber and certain 

products from A to B. On certain other products such as doors, 
where a small portion is loaded in the cars with the lumber, we 

have not a joint through rate from A to B. 

In loading a carload of forest products, the doors as a car- 
load proposition, do not require crating, but as a less-than- 
carload proposition, crating would be necessary in order to get 
the benetfi of the third or fourth class rate for the so-called 
contraband in the car. 

The car goes to destination, is delivered on industrial spur 
of the consignee, the L. C. L. lot does not go through the freight 
house and it is our theory that, handled as such, the lowest 
L. C. L. rating would apply, regardless of the crating rule. 

The carriers, however, are penalizing the shipments simply 
because an L. C. L. rate is used in connection with the carload 
rate. The carriers do not handle the shipment as an L. C. L. 
and it is our theory a classification penalization does not govern. 
What is your view? 


Answer: Section 4 of rule 10 of the classification provides 
a basis for a shipment such as you describe, that is, a mixed 
carload shipment at the carload rate on one or more of the 
articles and the L. C. L. rate at actual or authorized estimated 
weight on the other article or articles. There being, however, 
no L. C. L. rating on doors, when shipped loose, under rule 5 
of the Consolidated Classification, the carrier could have de- 
clined to accept the doors for the reason that they were not in 
the form prescribed in the separate descriptions for L. C. L. 
shipments. However, they waived that right in accepting said 
shipment and moving same to destination. Therefore, the ques 
tion is what rating is legally applicable on the doors. 


Rule 5 section (d), of the classification, reads, in part, aS 
follows: 


(d) When articles have been accepted and come into the car- 
riers’ possession to be transported and are in containers of a kind 
the use of which is not specifically provided in the description for 
such articles, or are loose or in bundles, and this form of shipment 
is not authorized in the packing specification for stich articles, _the 
rating on the articles, the rating on the articles in such unauthorized 
container or shipping form will be based on the ratings on the same 
articles in such other forms of package that have been authorized for 
such articles, as follows, but this rule must not be used as a basis for 
quoting rates in advance of shipment:”’ 


Under this rule (page 4) “Articles, loose,” will be rated 
“three classes higher than in barrels or boxes, whichever is 
higher.” 

Assuming, for illustration, that the doors in this shipment 
answered the description of item 5, page 111, of the classifica- 
tion, that is, “Doors, not glazed, or native wood,” etc., which 
“in boxes, cleated bundles or crates take fourth class” in 
Western Classification territory, in less than carloads, then the 
proper rating to be applied on the doors would be three classes 
higher, or first class. 
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ADEQUATE: DEPENDABLE 
TRANSPORTATION 


Our Agents are fully advised regarding movement of cars, especially those destined to points in their territory 
and requests for information will receive prompt attention. 
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BOSTON, MASS. DAVENPORT, IA. KANSAS CITY, MO. MILWAUKEE, WIS. PITTSBURGH, PA. 

294 Washington St. 326 W. 3rd St. 700 Walnut St. 221 Grand Ave. 5th Ave. and Grant St. 
BUFFALO, N. Y. DES MOINES, IA. KOKOMO, IND. Sn ae MINN. SANDUSKY, 0O. 

28 Church St. 507 Tenth St. 500 N. ‘Buckeye St. 125 8. 3rd 8 Cols. Ave. and Wash. St. 
CHICAGO, ILL. DETROIT, MICH. LAFAYETTE, IND. MUNCIE, i. SAN FRANCISCO, CALIF. 

327 S. LaSalle St. 719 Griswold St. 101 South St. 621 S. High St. 681 Market St. 
CINCENNATE, oO. ERIE, PA. LITTLE ROCK, ARK. NEW ORLEANS, ST. LOUIS, MO. 

104 W. 4th St. 12th and State Sts. 224 Gazette Bldg. 334 Whitney Cont. ‘Rank Bidg. 4th and Pine Sts. 

CLEVELAND, 0. FT. WAYNE, IND. Los aay CALIF. NEW YORK, N. Y. SHREVEPORT, LA. 

112 PROSPECT Ave. 123-A, W. Wayne St. 108 W. 6th St. 233 Broadway 1009 City Bank Bldg. 
COLUMBUS, 0. HOUSTON, TEX. conned KY. OMAHA, NEB. TOLEDO, O. 

232% N. High St. 518 Travis St. 109 S. 4th St. 1600 Farnum St. Nickel Plate Bldg. 
DALLAS, TEX. INDIANAPOLIS, IND. MEMPHIS, TENN. PEORIA, ILL. TULSA 


OKLA. 
817 Magnolia Bldg. 11 S. Meridian St. 10 N. High St. 325 Fulton St. Mid-Continent Bldg. 
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FEBRUARY OPERATING RESULTS 


The Commission’s official statistics on operating revenues 
and operating expenses of class I railroads for February and 
the two months ended with February, follow: 


Item > United States + 


1925 1924 
Average number of miles operated....... 236,637.54 236,023.51 
Revenues: 
EL are gc bei arvibetindawio ene tanaeeut $ 336,799,840 $ 352,692,475 
EET AO AR ee b 77,566,197 c 83,394,858 
REE Aen ERIE ee Se 7,678,383 7,758,573 
RE oS ee ee ee 9,231,783 11,230,442 
All other transportation............... 14,490,517 14,850,886 
EE Giac cala oh ic duouiauckmneeswOie.ce 8,628,699 8,708,949 
rE SS ae eee ae ee 797,684 1,032,267 
SOUS TOMEI Es hi ccccccnccceccececes 197,004 214,483 
Railway operating revenues........ 454,996,099 479,453,967 
Expenses: 
Maintenance of way and structures... 54,923,944 54,419,439 
Maintenance of equipment............ 101,491,536 107,006,053 
MU oir ak eos w.oudaconuecess 8,241,355 7,922,077 
SIBNSPOTAUION oo cvcccesccccccccsccsecs 173,731,479 188,782,705 
Miscellaneous operations .............. 4,052,697 3,902,037 
cre Ue Pe pe ee eee 13,916,181 13,691,626 
Transportation for investment—Cr..... 802,433 807,831 
4 Railway operating expenses......... 355,554,759 374,916,106 
Net revenue from railway operations..... 99,441,340 104,537,861 
EUMIWAY €8% BOCVURIG. .occc ccc cccccesccce 26,953,787 25,630,692 
Uncollectible railway revenues............ 126,273 213,006 
Railway operating income.......... 72,361,280 78,694,163 
Equipment rents—Dr. balance............ 5,900,636 5,564,828 
Joint facility rent—Dr. balance.......... 1,540,434 1,524,185 
_ Net railway operating income...... 64,920,210 71,605,150 
Ratio of expenses to revenues (per cent).. 78.14 : 78.20 


FOR TWO MONTHS 


1925 1924 
Average number of miles operated....... 236,601.07 236,027.32 
Revenues: 
RUN facadre da Cibigltatanaaaie atic otis davies $ 687,401,274 $ 686,211,960 
Passenger afk thhed sade teahustata:a/omhersceks cei e 166,230,100 £ 175,121,282 
ae INGER LUGWa Hwan 60s Gres 6/iaiw's:b14 Gawd Ol racers 15,785,674 15,665,025 
EE, eke bee bate e eMiee ud e% 6.8406 00.006 19,996,374 21,708,700 
All other transportation............... 30,338,869 29,756,679 
Incidental EE EEE 18,626,620 18,387,999 
ee UMNO. gow cia sicecsiecieecece sie 1,791,751 2,114,015 
Joint facility—Dr, “2222S "418,551 "422,280 
Exper tiiway operating revenues........ 939,752,111 948,543,380 
xpenses: . "| 
aintenance of way and structures... 111,894,77 109,769, : 
Maintenance of equipment...........s. 209 844 S61 217,337 289 
el PAPO UBESEO bes cmd edaeeedeas 16,741,086 16,015,601 
Mi ‘ MRO COO ae 365,496,687 382,637,298 
nee aneous operations .............. 8,406,530 8,115,227 
Perea anti ec es see eccceseseereseecseess 28,356,903 28,080,217 
Sportation for investment—Cr. 1,452,101 1,880,986 
” Railway operating expenses........ 739,288,245 760,074,107 
~: bt from railway operations..... 200,463,866 188,469,273 
+ ay oe ae a Eee 54,256,509 51,327,818 
ncollectible railway revenues........... 271,202 369,783 
bai Railway operating income.......... 145,936,155 136,771,672 
quipment rents—Dr. balance............ 11,959,817 10,682,715 
Joint facility rent—Dr. balance Ae TREE A 3,230,372 3,079,112 
ay operating income...... 1 009, 
Ratio of expenses to revenues (per cent).. wei a 


b Includes $2,724,360 sleeping and parlor car surcharge 
c Includes $2,605,712 sleeping and parlor car pelt ns 
e Includes $5,702,212 sleeping and parlor car surcharge 


fIncludes $5,367,626 sleeping and parlor car surcharge, 


FRUIT VIA PANAMA CANAL 


European consumption of American apples has been meas- 
urably stimulated in the last year through the development 
of direct shipments from Pacific: coast ports through the 
Panama Canal, says Edwin Smith, foreign representative of 
the Department of Agriculture, who is making a survey of 
European fruit markets. 

The consensus in Rotterdam, and Hamburg, as well as in 
all of the large port markets of Great Britain, he says, is that 
Panama ships land their cargoes of American apples in good 
condition, and that all the larger markets look forward to these 
shipments. Buyers at the port auctions in Great Britain, Hol- 
land, Germany, and Denmark are reported to prize this fruit 
because it reships well to interior points and can be held in 
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stock. This attitude is evidenced by brokers as well as py 
wholesale buyers. In fact, it is said that some of the cargoes 
from the refrigerator ships are left safely on the quays fo; 
several weeks. 

There has been considerable controversy as to whether 
heavy Panama cargoes discharged and sold on top of the reg. 
ular arrivals from New York have tended to depress prices jp 
foreign markets, but Mr. Smith has found that, coincident with 
the arrival of these cargoes, the market has usually showy 
increased strength rather than weakness, due to the good cop. 
dition of such arrivals. 

There is need, however, he declares, for a greater coopera. 
tion among ship owners in coordinating sailings. He says a 
feeling of confidence should be instilled into the minds of the 
buyers that these ships are not going to pile up unloads one on 
the other, but that the ships will arrive at fairly uniform 
periods with cargoes of splendid quality and condition. 

It is said that, with the advent of the Panama route with 
large refrigerator ships carrying cargoes of well over 100,000 
boxes direct from Vancouver, Seattle, Portland, and San Fran. 
cisco under schedules that are variable and subject to change, 
it has been difficult for exporters to guage supplies. 

Those who favor the Panama shipments admit that it is 
difficult to regulate supplies moving to consignment markets, 
but maintain that neither the reporting of huge Panama arrivals 
nor the actual discharge of their cargoes has the effect of de 
pressing the market. 

Mr. Smith points out that, when a ship arrives with fruit in 
poor condition, immediate sale is necessary and the market 
is naturally affected. When a ship lands a portion of its 
cargo in poor condition, the entire cargo comes under susji- 
cion. Shippers using the Panama route should, therefore, take 
special care to ship sound fruit, he says, and shipowners should 
leave nothing undone to have every ship give a perfect per- 
formance. 

Exporters at present depend on the weekly apple export 
report of the International Apple Shippers’ Association as a 
means of estimating the apple supplies moving from American 
ports to European markets. Arrangements should be made, 
in Mr. Smith’s opinion, whereby these statistics would so in- 
clude Pacific Coast shipments that their arrival in European 
ports would be indicated. 


VOLUME OF TRAFFIC 


The volume of freight carried by the railroads the first 
two months this year was the greatest «ver handled by them 
in any corresponding period on record, according to reports for 
those two months filed by the carriers with the Bureau of 
Railway Economics, which says: 


In net ton-miles, it amounted to 70,560,495,000, an increase of two- 
tenths of one per cent over the corresponding period in 1924 which 
marked the previous high record, and an increase of three-tenths of 
one per cent over the same period in 1923. It also was an increase of 
3.9 per cent over the same period in 1920. 

Freight traffic in the Eastern District during the two months 
period was a decrease of six-tenths of one per cent under last year 
while in the Southern District, it was a decrease of five-tenths of one 
per cent. The Western District showed an increase of 1.6 per cent. 

For the month of February alone, however, freight traffic 
amounted to 33,552,280,000 net ton miles, a decrease of 2,427,790,000 
or 6.7 per cent under the same month last year. This was, however, 
an increase of 2.8 per cent over February two years ago and 1.8 per. 
cent over 1920. All districts reported decreases compared with Feb- 
ruary 1924, the Eastern District showing a decrease of 7.2 per cent, 
the Southern 5.0 per cent and the Western 6.8 per cent. 

The average daily movement per freight car in February was 
26.9 miles, a decrease of three-fifths of a mile compared with the same 
month in 1924 but an increase of 2.1 miles above that for February 
1923. It was-also an increase of two-fifths of a mile above the average 
for January this year. 

In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 
and also cars on side tracks for which no load is immediately available. 

The average load per freight car in February was 27.2 tons, two- 
fifths of a ton less than that for the same month last year and one ton 


less than in 1923. Compared with January 1925, it was a decrease of 
four-fifths of a ton. 


SS 





Docket of the Commission 


Note. items in the Docket marked with an asterisk (* 


are new 
having been added since the last issue of The Traffic World. Cancel- 


lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 
April 20—Fort Wayne, Ind.—Examiner Woodrow: 
16644—Jonesville Milling Company vs. N. Y. C. R. R. et al. 
April 20—Fon du Lac, Wis.—Examiner Koebel: 
13198—Chicago Live Stock Exchange vs. Director General, C. & N. 
W. Ry. et al. (Further hearing.) 
April 20—New York, N. Y.—Examiner Griffin: 
12672—The Barber Asphalt-Pa Company vs. L. V. R. R. (Further 
hearing on question of the ability of the consignee to receive 
shipments during the period covered by the complaint.) 


April 20—Atlanta, Ga.—Commissioner Eastman: 
16295—Fertilizers and fertilizer materials between Southern points. 


16335—Rates on fertilizers and fertilizer materials within the State of 
South Carolina. 


16336—Rates on fertilizers and fertilizer materials within the State 
of Alabama. 


6484—Rates on fertilizers and fertilizer materials within the State of 
Georgia. 


Fourth Section Apps. Nos. 4309 et al, filed by Aberdeen & Asheboro 
R. R. Co. and numerous other carriers. 


April 20—Washington, D. C.—Examiner Gibson: 
Val. Dkt. No. 399—In re tentative valuation of the property of 
Tionesta Valley Railway Co. (postponed from March 9). 
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PEORIA is located half-way between Chicago and St. Louis, and, Transfers of traffic at Peoria between the 16-line- 
haul carriers are made within a few hours by the use of the facilities of the Peoria and Pekin Union, instead of 
the much longer period required in some of the larger and congested terminals. 

PEORIA being a rate-breaking point as well as a terminal point, has a considerable advantage over other cities in 
the mid-west in the matter of freight rates and transportation service. 


Nqurse> PEORIA & PEKIN UNION RY. CO., Union Station, PEORIA, ILL. 








UNEXPECTED PROFIT! 


Manufacturers are rapidly learning that a careful study of distribu- 
tion will often show how their present area of business may be 
covered more economically with a resulting gain in profits. 


Peoria is an economic point for distribution, 
Owing to its central location, it being a rate- 
breaking point and its excellent railroad 
facilities. 


One manufacturer found that by consoli- 
dating into carload shipments, several separate 
shipments and consigning the car to the 
warehouse for reshipment, the savings earned 
paid all costs of transportation, handling for 
teshipping and a material percentage as un- 
expected profit. 


Write today for our booklet—‘‘Peoria, The 
Two Million Dollar Market,’’—and get 


your extra share of profits. Modern Fire-proof Building, 7 Spacious Floors Containing 
135,000 Square Feet Floor Space 


FEDERAL WAREHOUSE CO., peoria, ILLINOIS 


Branches: CHICAGO, 427 W. Erie St. NEW YORK, 100 Broad St. SAN FRANCISCO, 625 Third St. 
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April 20—San Francisco, Cal.—Examiner Gaddess: 
16646—Nelson Steamship Company vs. B. A. & P. Ry. et al. 
April 20—Argumet at Washington, D. C.: 

Finance No. 3392 (Sub. No. 1)—-Application of section 15-A of the 
Interstate Commerce Act to Electric Railways. (Lackawanna & 
Wyoming Valley R. R. Co.) 

en Dow & Company, Inc., et al. vs. Tenn. Cent. Ry. 


18740--Beegs & Cobb, Inc., et al. vs. B. & =. R. R. et al. . 
April 20—Washington, D. C.—Examiner Law 

Finance No, 3829—Excess income of the Midland Valley Railroad 
Company. 

April 21—Washington, D. C.—Examiner Boles: 

* Finance No, 1881—In the matter of the supplemental application of 
the Western Pacific R. R. Co. for authority to acquire control of 
the Sacramento Northern Ry. by purchase of capital stock and 
to purchase the bonds of the Sacramento Northern R. R. 

Finance No. 4690—In the matter of the application of the Sacramento 
Northern Ry. for authority to issue cupital stock and to assume 
obligation and liability. 

April 21—Port Arthur, Texas—Examiner Eshelman: 
16000—Port Arthur Chamber of Commerce and Shipping vs. Aber- 
deen & Rockfish R. R. et al. 
April 21—New York, N. Y.—Examiner Griffin: 
16531—T he Hammersley Manufacturing Co. vs. Erie R. R. et al. 
April 21—Argument at Washington, D. C.: 


15426 (and Sub. No. 1.)—Abilene Flour Mills Company et al. vs. 
Abilene & Southern Ry. et al. 


1. and S. No. 2222—Wheat bran from and to points In W. T. L. 
territory. 


Finance No, 3284—In re application of the Texas & Pacific Ry. Co. 
for authority to abandon the Midland & Northwestern Ry. 
April 21—Raleigh, N. C.—Examiner Knowlton: 
16638—Raleigh Freight Traffic Bureau vs. A. C. L. R. R. et al. 
April 22—Washington, D. C.—Examiner Davis: 
Finance No. 4570—In-re application of A. ©. L. R.R. Co. for author- 
ity to acquire control of the Moore Haven & Clewiston Ry. Co. 
— to assume obligation in respect to the securities of that com- 


pany. 
* Finance No. 4649—In re application of Tampa Southern Railroad 
Company for certificate of public convenience and necessity. 
April 22—Chicago, Ill.—Examiner Koebel: 
te $. No. 2360—Absorption of switching at Racine and Racine 
c 8s. 
April 22—New York, N. Y.—Examiner Griffin: 
16457—New Jersey’ Lumbermen’s Committee vs. A. C. L. R. R. et al. 
April 22—Argument at Washington, D. C.: 
15321—Zap Colliery Company vs. Northern Pacific Ry. 
April 23—Davenport, Ia.—Examiner Woodrow: 
i. and S. No. 2378—Brick and related articles between Carbon Cliff, 
Ill., and points in Iowa. 
April 23—New York, N. Y.—Examiner Griffin: 
ag ye Babcock & Wilcox Company vs. Director-General, P. 
e 
April 23—Washington, D. C.—Examiner Turner: 
Finance No. 3950—Excess income of the ~-re Valley Ry. Co. 
April 23—Washington, D. C.—Examiner Law, J 
Finance No, 3701—Excess income of the Detroit Terminal R. R. Co. 
April 24—Chicago, Ill.—Examiner Koebel: 
1. and S. No. 2364—Iron and steel, C. L., from Birmingham, Ala., 
and group to points in South Texas. 
1. and S. No. 2364 (first supplemental order)—Iron and steel, car- 
loads, from Birmingham, Ala., and group to points in south Texas. 
April 24—Galesburg, Ill.—Examiner Woodrow: 
16667—George Adam Schneider vs. C. M. & St. Paul Ry. 
April 24—New York, N. Y.—Examiner Griffin: 
16645—Harbor Coaling Corporation vs. B. & O. R. R. et al. 
April 24—Seattle, Wash.—Examiner Gaddess: 
16646—Nelson Steamship Company vs. B. A. & P. Ry. et al. 
April 25—Chicago, Ill—Examiner Koebel: 
Il. and S. No. 2373—Plumbers aoeee from Miss. River crossings to 
Oklahoma City, Okla. 
April 25—Shreveport, La. —-zaminer Trezise: 
16503—Standard Oil Company of Louisiana, Pipe Line Dept., et al. 
vs. T. & P. Ry. et al. 
April 27—Washington, D. C.—Examiner Cheseldine: 
* 1. and S. No. 2383—Switching at Hagerstown, Md. 


April 27—Washingtno, D. C.—Assistant Director Burnside: 


Finance No. 3689—Excess income of the Dayton-Goose Creek Rail- 
way Company. 
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April 27—Washington, D. C.—Examiner Hillyer: 
16764—In the matter of through routes and joint rates, fares and 
charges and the division thereof, pertaining to traffic interchanged 
between the Bonhomie & Hattiesburg Southern R. R. Co. and 
its connections. 
oe Public Service Commission et al. vs. G. M. & N, 
. R. et a 
1. and S. No. 2356 (and ist, 2nd and 3rd supplemental orgere) —Can- 
cellation of rates and routes via Mississippi Central R. R 
April 27—Chicago, Ill.—Examiner Koebel: 
1. and S. No. 2365—Glue stock between points in Official Classifica. 
tion territory. 
Il. and S. No. 2365—(first supplemental order)—Glue stock between 
points in Official Classification territory. 
April 27—Keokuk, lowa—Examiner Woodrow: 
16763—Keokuk Shippers Association et al. vs. Santa Fe et al. 
April 27—Shreveport, La.—Examiner Trezise: 
14323—The Cities of Marshall and Jefferson, Tex., vs. T. & P. 


et al. (Further eran relative to Commission’s orders of ‘san 
2 and July 25, 1924.) 


April 27—New York, N. Y.—Examiner Griffin: 
12680—American Fruit & ee Shippers’ Association et al vs, 
Amer. Ry. Express Co. et a 


= —- No. Fea SE “H. Steinhardt vs. Amer. Ry. Express 
0. eta 


15990—The Joint Council of the International Apple Shippers’ Associa- 
tion et al. vs. Amer. Ry. Express Co. et al. 
April 27—Beaumont, Texas—Examiner Eshelman: 


eg re eee Export & Import Company vs. Louisiana Western 
6 re 


16735—Atlantic Rice Milling Company et al. vs. A. G. S. R. R. et al, 
Aprij 27—Seattle, Wash.—Examiner Gaddess: 

Foudth Section App. No. 12630—filed by Agent Bevington—for au- 
thority to establish one way passenger fares between Chicago, 
St. Louis, St. Paul and points west thereof to and including por. 
tions of Kansas, Montana and Nebraska, on one hand, and points 
in Oregon and Washington, on the other, etc. 

April 27-28—Argument at Washington, D. C. 

15007 (and Sub. No. 1).—Pittsburgh Coal Producers’ Association 
et al vs. Ashland Coal & Iron Ry. et al. 

aaa West Virginia Coal’ Operators’ Assn. vs. B. & 0. 

et a 
April 27—Washington, D. C.—Director Mahaffie: 
Finance No. 3754—Excess income of the Gulf Coast Lines. 
April 27—Salt Lake City, Utah—Examiner Harraman: 

14047—Mutual Creamery Company vs. Amer. Ry. Express Co. et al. 
(Further hearing.) 

April 28—Chicago, Ill.—Examiner Koebel: 

1. and S. No. 2352—Proportional rates on live stock from Chicago 
= related points to C. F. A. and Trunk Line points. 

1. and S. No. 2352—(first supplemental i ak al a rates on 
Live Stock from Chicago and related points to C. F. A. and Trunk 
Line points. 

April 28—New York, N. Y.—Examiner Griffin: 


16746-—Independent Slaughterers’ Traffic Association et al. vs. N, Y. 
. oe e 


April 29—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 6—In re tentative valuation of the property of 
Northern Alabama Railway Company. 
April 29—New Orleans, La.—Examiner Trezise: 
I. and S. No. 2362—Cancellation combination rule on cotton and cot- 
ton linters from Louisiana and Arkansas points. 


April 29—Portland, Ore.—Examiner Gaddess: 
16661—Crown Mills vs. Nor. Pac. Ry. et al. 
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PAN AMERICA LINE 


New York to 
Rio de Janeiro JSantos, 
Montevideo and 
Buenos Aires 






burg. 










Fortnightly Sailings 


MUNSON STEAMSHIP LINE! 
67 Wall Street New York Ci 
Managing Operators 


burg. 





COLOMBIAN STEAMSHIP CO.., (inc. 
New York City 


New Orleans to Irish, United Kingdom 


New Orleansto Liverpool and Manchester 


Texas Ports to London 


Whitney Central y= New Osleone, La. 


Managing Operators 


SOUTHERN STATES LINE 


New Orleans toRotterdam, Am 
sterdam. 


New Orleans to Bremen 
Hamburg. 
Galveston to Bremen and Ham 


Houston and Galveston to 
Bremen and Rotterdam 


LYKES BROS.-RIPLEY S.S. 
CoO., (inc.) 
925 Whitney Central Bldg., 


Managing Operators 


THE TRAFFIC WORLD 


| United States eGovernment Freight Services 
From Atlantic Coast and Gulf Ports 


E| AMERICAN DELTA LINE 

























MISSISSIPPI SHIPPING CO., (inc.) 
New Orleans, La. 








Managing Operators 


E/AMERICAN EXPORT LINES 


North Atlantic Ports to all Mediterran- 
eanPortsincluding Adriatic,Black Sea 
and Levant Ports, French Mediterran- 
ean, WestCoast of Italy. 2SailingsaMonth 
North African Ports with Mediterran- 
ean or Adriatic Ports as cargo offers 
Monthly Sailings Greek, Black Sea Ports, 
Constantinopole Monthly Sailings Malta, 
Greek Syrian Coast Ports and Alex: 
andria. 2 Sailings a Month 

THE EXPORT STEAMSHIP CORP. 
25 Broadway New York City 


Managing Operators 


Baltimore 












* New York 







New York 














) 






AMERICAN MERCHANT LINES | AMERICAN PALMETTO LINE | AMERICAN PIONEER LINE| AMERICAN PREMIER LINE 
New York to London South Atlantic Ports to North Atlantic Ports to Gulf and S. Atlantic Ports to 
Balti Weekly Sailings | ondon Liverpool and Manchester China and Japan French Mediterranean, 
Ha ——. a. © Hull Monthly Sailings Month a West Coast of Italy 
ampton Roads Leith Bremen and Hamburg Philippines & Dutch East Indies 4 Sailings a Month 
2 Sailings a Month Monthly Sailings Monthly Sailings Adriatic Greek Levant, 

’ . London London, Rotterdam and Gulf Ports to Far East Cc inople, Malt 
Ss OC ee A China, J d Philippines) “Africa, (East of Bize 
Botton ot anaeed (Chine, Japan and Philippines) | North Africa, (East of Bizerta) 

2 Sailings a Month sili: ia ATLANTIC GULF AND UNITED GULF 8.8,CO (Inc.) 
J. H. WINCHESTER & CO.,(Inc.) | THE CAROLINA COMPANY | ORIENTAL S. S. CO., (Inc.) Reese Memne > um 
17 Battery Place New York City arleston, 5. C. 17 Battery Place, New York City New Orleans, 
Managing Operators Managing Operators Managing Operators Managing Operators 
AMERICAN REPUBLICS LINE |AMERIGAN SCANTICLINE| AMERICAN AMERICAN 
New York : 
pad - pee ee ee, SOUTH AFRICAN LINE | WEST AFRICAN LINE 
Monthly Sailings ore New York 
—— Brazil and to New York (Gulf via New York as offers) 
Jacksonville to saad Plate Scandinavian and - to 
renarepe Monthly Sailings Baltic Ports South and East African Ports | Azores, vary A —— 
Philadelphi si ‘li. an est Africa 
Hampton Ro Raw li Ports cS renee A.H aaiacamemn (Inc.) peg onjet 
onthly Sailings . A, " ne. 
MOORE & McCORMACK CO., a 7 i A. H. BULL & COMPANY (Inc.) 
ol AINA REGU CON, | BBondar On New God Ghy | 40 WentSuont New York City | aan tants Row Yor City 
Managing Operators Managing Operators Managing Operators Managing Operators 
ATLANTIC GULF-WEST —_|MISSISSIPPI VALLEY|MOBILE OCEANIC LINE|IORILOLE LINES 
AUSTRALI AN LINE MEDITERRANEAN LIN 4 EUROPEAN LINE Mobile, Pensacola, ~ rpeal. “Forni Sailings 
Tampa, Jacksonville, Savannah Gulfport ein, Besten to Liverpeel, — 
: harleston to New Orleans re Forenightt Sail 
New York to Australian} London, Rotterdam, Antwerp o. Liv 1, Manch Baltimore, Toney aees = York 
and New Zealand Ports Monthly Sailings sapock, Ssanenseter, — aie oh ¥ 
_ Gulf Ports to Havre— Antwerp London, Havre, AntwerP, | Boston, Baltimore, Ham o days Phil. 
Monthly Sailings eee — a Atlantic Port 2 Saili. Month Rotterdam Hamburg to Glasgow. er Sai ling 
on ili ? ? or apad 

UNITED STATES & Spaniah Mediterranean and North este Bremen Bakimore, Phiindeiphie, New York to 

AUSTRALASIA S.$. CO. | *2°Sahing every 20 days. | "GG! Gacy’ > [WATERMAN S.S. CORP.| panies Mont Sa inn 
8-10 Bridge St., New York City Paha fen = gy A s. a Now Orisend, La. Mobile, Ala. rk " ai 


Managing Operators 


2 Sailings a Mont. 
Houston and Galveston 
to 
Havre and Antwerp 
Weekly Sailing 


2 Sailings a Month 
2 Sailings a Month 


2 Sailings a Month 


Houston to Bremen and Ham 


2 Sailings a Month LYKES BROS. -RIPLEY 
S. S. CO., (Inc.) 


Houston, Texas 
ew Orleans, 


Managing Operators 


a UNIT ED ‘D STATES SHIPPING BOARD FLEET CORP. 


AMERICAN DIAMOND LINES 


New Orleans and other Fuliedolahia to Detection Gulf Ports (except New Orleans) 
Gulf Ports a : Palting every 10 days to 
(except Mobile) New Youk to Antwerp . 
me ren q Sailin penny Cian East Coast of South America 
Brazil and River Plate Ports ee ats to y re cage A Sailing Every 3 Weeks 
Fortnightly Sailings Boston 


2 Sailings a month 


BLACK DIAMOND S. S. CORP. 
67 Exchange Place 
Managing Operators 


AMERICA FRANCE LINE 


Philadelphia to 
A Sailing every 20 days 


A Sailing every 10 days 
Philadelphia 
A:Sailing Every 20 Days 


COSMOPOLITAN SHIPPING CO., (Inc.) 
42 Broadway 
Managing Operators 


TEXAS STAR LINE|UNITED STATES LINES YANKEE LINE 
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AMERICAN DISPATCH LINE 


















MUNSON STEAMSHIP LINE 
67 Wall Street, New York City 


Managing Operators 


AMERICAN INDIA LINE 


New York to India 
Monthly Sailings 


New York City 



















avre 


to Dunkirk 


Bordeaux 


to St. Nazaire 


ROOSEVELT STEAMSHIP 
COMPANY, (Inc.) 


44 Beaver St. New York 
Managing Operators 


New York City 









ing 


prators 


Snantes Gennaio CONSOLIDATED NAVIGATION 


Managing Op 


New York to Southampton | Baltimore, Hampton Roads, 


A Sailing every 3 Weeks Philadelphia, Boston 
New York to 
to Hamburg and Bremen 
Bremen 


2 Sailings a Month 
Weekly Sailings 


UNITED STATES LINES ROGERS & WEBB 
45 Broadway New York City }110 State Street Boston, Mass. 


Managing Operators Managing Operators 
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The Signode System is a method of 
tightly encircling a package with 
bands of steel and securely sealing 
the overlapping ends within a metal 
sleeve called a Signode. No rivets, 
buckles or nails, are needed. 


THE TRAFFIC WORLD 


It Pays to Steel Strap 
Your Shipments 


Here are the reasons— 
1. 


Shipments Safe From Damage. The steel strapping 
reinforces at the weakest points and reduces damage 
claims, and losses. 


. Prevents Pilfering. The Signode Seal cannot be 


opened and replaced. The Railroads testify to the 
increased safety of Signode Sealed Steel Strapping. 


. Saving in Lumber. A lighter, cheaper case or con- 


tainer can be used, without reducing the strength 
when Signode Steel Strapping is used. 


. Saving in Freight. The lighter weight container 


saves money in Freight Bills. 


. Speed and Ease of Application. Signode Steel Strap- 


ping is drawn tightly—sealed in a second in the sim- 
plest manner. 


You may be fairly well satisfied—but perhaps a saving or 
improvement can be made. 


Write today for sample Signode with 
complete information and prices 


CONSOLIDATED STEEL STRAPPING Co. 
2613 N. Western Ave. Chicago, Ill., U.S, A. 


rr 


Offices in All Principal Cities 


SIGNODE 


The Sealed Steel Strapping 


1039 
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SERVICE 


Worthy of the Name Electric 


EVERY SHIPMENT 


Handled by these Connecting Electric Railway Lines is treated as 


A RUSH SHIPMENT 


ELECTRIC RAILWAYS 


Furnish a Superior Freight Service to all Points Reached in 


INDIANA — OHIO — MICHIGAN — KENTUCKY 


ASK ANY ELECTRIC SHIPPER, OR WRITE 


Central Electric Traffic Association 


L. E. EARLYWINE, Chairman INDIANAPOLIS, INDIANA 
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ws . 


Take the shortest cutte 
‘Your consuming Markets 


WE BRIDGE THE GAP 


R. TRAFFIC MAN, LOOK AT THE MAP. The circled cities 


are strategic traffic pivots, linked by the rails of the Penn- 
sylvania System. 


You will recognize these cities with their dependent territories 
as being logical centers in which to carry spot stocks, to be sent 
there at carload rates and be readily accessible to your local cus- 
tomers when they want your product, or available for prompt less- 
carload reshipment to your clientele in adjacent towns. 


You will save your company Time and Money in thus dis- 
tributing in and through these circled cities. 


In each city is a dependable warehouse facility of the Penn- 
sylvania System, providing a modern storage and distributing 
establishment with up-to-date methods, reasonable non-discrimina- 
tory rates, and unsurpassed service. Negotiable receipts are issued 
and low insurance rates are procurable. 


Carrying stocks in these thoroughly reliable facilities will 
please your trade in the territories served by these circled cities 
and minimize your traffic costs. 


Consign your cars in care of the warehouses listed below and 
enjoy modern storage and distributing service par excellence. 


aenh5) LVA Ny, 
RAILROAD 


a SS 


Duquesne Warehouse Co., Pittsburgh, Pa. Western Warehousing Co., Chicago, Mo. 
Residue Wasdhenen, Sentiian, Be. Fort Erie Warehouse & Docks, Erie, Pa. Pan Handle Storage Warehouse, Cincinnati, 0. 
The Terminal Warehouse Co., Baltimore, Md. Merchants’ Warehouse Co., Philadelphia, Ps. Philadelphia Tidewater Terminal, Philadelphia, Pa. 
Keystone Warehouse Co., Buffalo, N. Y. 


RE AE CRC BE eR, 
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OUTHERN PACIFIC LINES 




















inne auEN 


e@ronet Sgt le sd 


Where they reaeh 





Vanderbilt on the Sunset Limited 


@ OFF LINE AGENGIES y, | is 










Where to reach them 


CORNELIUS VANDERBILT, JR., publisher of an important string 
of newspapers, sent the following two dispatches to his I/lustrated 
Daily Tab, Miami, Florida. They appeared respectively in the issues 


“Aboard Sunset Limited Westbound, Feb. 25.— 
Yes, it’s really the Sunset Limited again. And one 
feels as though one were traveling aboard the 
Twentieth Century, the Wolverine, and the Trans- 
Canada Express all in one. From month to month 
the Sunset seems to better its service and its ef- 
ficiency of operation. Today, besides being one of 
the fastest long distance trains in the world it is 
one of the safest. 

“One need not have the slightest hesitancy or 
ane of anything, when aboard this monarch of the 
rails. 

“The food on this trip has been splendidly pre- 
pared, deliciously cooked and as temptingly served 
as could be imagined. The best seems none too good 
to the S. P. chef, who does all in his power to 
please and is aided by an experienced steward and 
a staff of conscientious waiters. 

“The chief function of a railroad seems to be its 
faculty for doing as it advertises it is capable of 
doing. The Sunset is equipped with every con- 
venience advertised and many not mentioned. There 
is a barber shop, a hairdressing parlor, a manicurist, 
a maid, a valet and even a shower bath in the bath 
room. 

“It is a pleasure to travel across the nation in 
an up-to-date flyer that is and does just what it 
prophesies to its public. And most important of all, 


the Sunset is usually on time. It makes no promises 
that it cannot keep.” 





for February 26 and February 27, 1925. 





For information and reservations 


“Aboard Sunset Limited, Feb. 26.—Still speeding 
Westward on the finest railroad roadbed in the world. 
All day, and all the day before we have been tearing 
along most of the time at 55 miles an hour or more, 
and lying in one’s berth one feels as though the 
train were scarcely moving. Outside all around us 
are the deserts of Texas, New Mexico and Arizona— 
those vast bodies of brown, sunburned land, covered 
with mesquite and sage-brush, with here and there 
a giant cactus. Cattle, reddish brown cows with 
white faces, are the only signs of life, and every 
now and then a transcontinental auto party. The 
mountains at sunset from the observation platform 
present a sight seldom forgotten. 

“The train is crowded: Most of the travelers 
never having seen the Great West before. Some 
are pleasure bound, a good vacation in California 
is anticipated; others will do a vast amount of busi- 
ness. All are interested in that which awaits them; 
and all are delighted in the comfort of modern 
transportation. 

“Late tonight we shall arrive in Los Angeles. We 
have been away many weeks, in fact it has been about 
three months, and we’ve wondered often whether 
we ever would return. Fortunate we are in having 
our interests scattered in two states where it is al- 
ways summer. Some day when faster means of 
communication will have been devised we shall fly 
from plant to plant in but a few hours’ time, but 
until then, the Southern Pacific is good enough for 
any one.” 


® Address ‘‘General Agent, Southern Pacific Lines’’ ® 


—The Postman Knows Him. 




















